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To conserve paper and reduce postage of copies in Easter 
veek the issues of THE RatLway GAZETTE dated March 27 © 


{pril 3 will be combined and published on March 27. There will 
thus be a fortnight’s interval between the combined March 27 

Apnl 3 issue and the next regular weekly issue due to be 
published on Friday, Apnil 10 








GOODS FOR EXPORT 
The fact that goods made of raw materials in short supply 
wing to war conditions are advertised in this paper should not 
be taken as indicating that they are necessarily available for 
export 








NOTICE TO SUBSCRIBERS 
Consequent on further paper rationing, new subscribers cannot 
be accepted until further notice. Any applications will be put on 
waiting list which will be dealt with in rotation in replace- 
ent of subscribers who do not renew their subscriptions 











POSTING ‘‘ THE RAILWAY GAZETTE ’’ OVERSEAS 

We would remind our readers that there are many overseas 
countries to which it is not permissible for private individuals to 
send printed journals and newspapers. THE RaILWAy GAZETTE 
possesses the necessary permit and facilities for such dispatch. 

We would emphasise that copies addressed to places in Great 
Britain should not be re-directed to places overseas 
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By reason of staff shortage due to enlistment, we regret that 
it is no longer possible for us to answer enquiries involving 
research, or to supply dates when articles appeared in back 
numbers, either by telephone or by letter 
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Until further notice our office hours are: 
Mondays to Fridays 9.30 a.m. till 5.0 p.m. 
The office is closed on Saturdays 








ERRORS AND MISPRINTS 
Owing to shortage of staff and altered printing arrangements 
lue to the war, and less time available for proof reading, we 
sk our readers’ indulgence for typographical and other errors 
they may observe from time to time. 
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A Perennial Complaint 


TP’ HE annual meetings of the four main-line railway com- 

panies have not passed without the usual suggestion ‘ 
that there should be an age limit for railway directors. This 
is a suggestion made by some of the more vocal stockholders 
who take pleasure in airing their views at the meetings of 
both home and overseas railway companies. It is perhaps 
unfortunate for these would-be reformers that the director 
who is selected as their target because of his age is usually 
a man whose long and practical experience of railway matters 
best fits him for the position he holds. Among home railways 
Sir Guy Granet, and among overseas railways, Sir Sam Fay, 
come readily to mind. It might be well for these stock- 
holders to consider that the functions of a director do not 
necessarily call for the outlay of physical effort of the kind 
which would make youth indispensable, but they do call 
for knowledge, experience, and judgment to a very high 
degree, and one of which it may be said is more likely 
to increase than to deteriorate with age. Other things being 
equal, the man who has spent a lifetime either in the railway 
industry or in some other branch of industry and commerce 
will be better equipped to discharge his duties as a railway 
director than one who may be perhaps physically more 
vigorous, but whose background is less complete. 


Direction and Management 

It is sometimes urged that the number of directors should 
be reduced and that instead there should be appointed more 
fulltime general managers. This suggestion in itself denotes 
confusion of mind between the functions of the boards and 
the management, and no doubt from this confusion arises 
the clamour for a younger directorate. It may be said in 
passing that in fact home railway directorates are tending to 
include a greater number of young men than formerly, but 
this does not lessen the need for the leavening of experience 
to which we have referred. Management does call for inten- 
sive application of day to day problems and their solution, 
and in the calls which it makes on the physique of the 
individual it does imply the need for a relatively high stan- 
dard of physical energy and vitality. .The directorate on the 
other hand is primarily concerned with the formulation and 
evolution of policy which is put into effect by the manage- 
ment. Those who demand youthful and whole time railway 
directors, possessed of intimate acquaintance with the opera- 
tion of railways are not, so far as we are aware, sufficiently 
consistent to suggest that the chairman or councillors of the 
London County Council should have practical experience of 
highway cleansing, or the prevention and _ treatment of 
disease, or the cultivation of parks. Yet in all these things 
London, under the administration of the L.C.C., provides an 
example to the world; it does so because the governing body 
is drawn from able administrators who give guidance, almost 
by remote control in some cases, to practical executives. The 
relation of the railway managements and executive is more 
intimate but it is not so very dissimilar. 


Mr. Holland-Martin on Wartime Problems 

Two factors which have assumed great prominence in 
wartime railway operation were dealt with by Mr. Robert 
Holland-Martin at the Southern Railway meeting on 
March 12. The first of these, the extent to which claims for 
damage or loss of goods in transit has grown since the war, 
was also stressed by Sir Thomas Royden to the L.M.S.R. 
stockholders. There can be no doubt that the growth of what 
used to be-known as “‘ pilfering’’ on the railways, but 
which has now become far too serious to warrant that term, 
has become a major problem, and in recent months has 
begun to attract widespread publicity. It is good, however, 
to have the assurance of both Chairmen that the culprits 
in most cases are not regular railway servants, and also that 
energetic steps are being taken to bring the offenders to 
book. Mr. Holland-Martin also stressed the need for rapid 
clearance of wagons; despite all the exhortation that has 
been levelled at the heads of traders, it would appear that 
there are still many who do not realise how seriously they 
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impede the war effort by failing promptly to discharge 
wagons. Mr. Holland-Martin went so far as to say that it 
was apparent that, with some noticeable exceptions, the 
‘ trading public as a whole did not realise the harm which was 
done by not unloading promptly. British traders might note 
what he had to say about the position both in Germany and 
the United States. 


Sir Charles J. Hambro on the New Agreement 

At the annual general meeting of the Great Western Rail 
way Company on March 11 the remarks of the Chairman 
were chiefly devoted to the terms of the revised financial 
agreement with the Government. He pointed out that in 
representing their views to the Government on the proposed 
revision, the directors necessarily had regard to the national 
interest in the present emergency; to the damaging effect on 
the earning capacity of the undertakings which the contin 
gencies of war might bring about and to the post-war position 
of the companies. Stockholders’ remarks were largely con- 
cerned with the arrangements for the acquisition by the 
four companies of the share capital of Thomas Cook & Son 
Ltd., and there appeared to be a general misapprehension 
both as to the terms of this arrangement and of the Bill 
which has been promoted in Parliament to enable the com 
panies to give effect to this arrangement. It was explained 
by the Chief Legal Adviser, Mr. I. Buchanan Pritchard, 
that the Bill was an enabling Bill empowering the company 
to enter into arrangements with the Custodian of Enemy 
Property for the acquisition of the business of Thomas 
Cook & Son, and that it contained no mention of the financial 
liabilities of the companies which necessarily could not be 
specified in a measure which gave only enabling powers. 
Under the arrangement the total liability of the four com 
panies in respect of the acquisition is limited to a guarantee of 
£450,000 for three years. Notwithstanding a large show of 
hands in favour of the Bill at the Wharncliffe Meeting which 
followed the general meeting a poll was demanded by one 
stockholder 

sas om 


Overseas Railway Traffics 

In most cases the traffic returns of the principal Argentine 
railway companies for the 35th and 36th weeks of the present 
financial year show decreases in comparison with the corres 
ponding weeks of the previous year. The chief exception 1s 
the Buenos Avres Great Southern with an increase of 788,000 
pesos, which, however, goes against a decrease of 1,258,000 pesos 
for the corresponding period a year ago. Other increases are 
26,300 pesos on the Argentine North Eastern and 58,300 pesos 
on the Entre Rios In the case of the Central Argentine the 
decrease of 561,050 in the two weeks compares with an increase 
of 732,800 pesos a year ago, and the Buenos Ayres & Pacific 
an set off an increase of 242,000 pesos a vear ago, against the 
decrease of 375,000 pesos for the 35th and 36th weeks of the 
present vear. The Antofagasta records an increase of £19,440 


for the first ten weeks of 1942 

No.of Weekly Inc. or Aggregate Inc. or 

wee traffics decrease traffic decrease 
Buenos Ayres & Pacific* 36th 1,720 225 50,782 2,604 
Buenos Ayres Great Southern* 36th 2,876 271 86,535 9,954 
Buenos Ayres Western* 36th 821 65 30,363 4,172 
Central Argentine* 36th 1,752 252 63,410 9,149 

£ £ £ £ 

Canadian Pacific 10th 889,800 195,400 8,269,400 1,816,409 


* Traffic returns in thousands of pesos 
Gross earnings of the Canadian Pacific Railway for the month 
of January, 1942, were £3,732,000, an increase of £795,000 in 
comparison with January, 1941, and the net earnings of 
£636,800 showed an improvement of £103,600. 


British Investment in South American Railways 


In recent issues we have given details of the amount of 
capital invested in the railways of various South American 
countries, and of the return which the proprietors receive. 
In no case has the return been high, and in respect of capital 
invested in railways in Chile and Cuba it is particularly low; 
in Mexico it is nil. The amount invested in railways in 
Chile, and quoted on the London Stock Exchange at the end 
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of 1941, was £17,321,406, and the interest on it was byt 
£180,845 or 1 per cent., the same rate as for the Previous 
year. There was a total of £10,950,544 of capital on which 
there was no remuneration. The South American Jouyna] 
which makes a yearly compilation of these figures, points 
out that the Antofagasta (Chili) & Bolivia Railway jx 
included in the Chilean group, although a substantial part 
of its system is in Bolivia. In Cuba, British investors hay; 
provided £24,187,942, and last year the amount of interest 
received was only £79,914, or 0-3 per cent.; that left 
£20,659,068 without interest. In 1940 the amount of interes} 
received was £166,335, equal to 0-5 per cent. Nothing has 
been received since 1934 by the investors of £36,129,957 in 
Mexican railways; the total amount of capital outstanding 
has declined since that time from £92,168,236, largely as 4 
result of schemes of re-arrangements for the settlement 
outstanding defaults. 


High Speed Competition in U.S.A. 

As yet there seems little sign in the United States of an 
damping down of speed competition between Ameri rail 
ways as a result of war conditions, and some remarkabk 
evidence of this rivalry is just to hand from Chicago 
Between Chicago and Milwaukee, which are 85 miles apart 
the Chicago, Milwaukee, St. Paul & Pacific and Chicago & 
North Western Railways provide main-line transport, and 
the interurban Chicago, North Shore & Milwaukee hig 
speed electric service between the downtown areas of bot! 
Hitherto the last-mentioned, with its Electroliners 
and the Milwaukee, with its Hiawatha streamliners ai 
certain other expresses, have done most of the speeding; tl 
Chicago & North Western has been content with one 75-mi 
train each way—The 400—as an example of its powers 
From January 12, however, when the North Western put six 
new diesel-powered trains in service, the number of C. 
N.W. 75-min. trains was increased to five, and was suppl 
mented by six in 80 min. and two in 85 min. The reply o! 
the Chicago, Milwaukee, St. Paul & Pacific was immediate 
Completely recasting its Chicago—Milwaukee timetable from 
the same date, the Milwaukee increased its 75-min. trains 
from four to no fewer than fourteen daily, with three mor 
in 80 min. and two in 85 min [he energy of this Milwaukee 
programme may be better appreciated when it is mentioned 
that the Hiawatha 75-min. trains have hitherto been booked 
over the middle 57}-mile section of their route at 90-9 m.p.h 
westbound, and 85-4 m.p.h. eastbound, and the new 75-min 
trains will doubtless be similarly scheduled, and will | 
worked almost exclusively with steam power. 


cities. 


A Notable American Freight Record 

Statistics recently published witness to the revolution 
that has been effected in American freight train operation in 
the past twenty years. In 1921 each freight car travelled on 
the average 25-8 miles a day, whereas by 1940 the distanct 
1ad been increased 50 per cent., to 38-7 miles; in the sam 
period the average ton-mileage performed by each wagon 
daily had grown from 448 to 661. Between 1921 and 1940 
the average paying load of each freight train had increased 
from 651 to 849 tons of freight, or by 30 per cent., and the 
average length of each train had mounted from 37-4 bogi 
freight wagons to 49-7 wagons, excluding caboose in each 
case, or by 33 per cent. Including all stops and detentions 
the average freight-train speed in 1921 was no higher than 
11-5 m.p.h., but by 1940 this had been stepped up to 16:7 
m.p.h., an increase of 45 per cent. The most striking com- 
parison is obtained by combining the weight and _ speed 
factors; in 1921 each United States freight train performed 
hourly on the average a service equivalent to moving 7,506 
tons of freight over a distance of one mile; the corresponding 
figure in 1940 was 14,027 ton-miles, a gain of 87 per cent. 
Such has been the increase in locomotive efficiency during 
the same period that the average consumption of coal or its 
equivalent in moving 1,000 tons of freight one mile, weight of 
locomotive and tender included, decreased from 162 Ib. in 
1921 to 112 lb. in 1940, or by 31 per cent. 
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American Locomotive Wheel Arrangements 


A marked tendency in present American locomotive con- 
struction is away from the lengthy coupled wheelbases of 
former years, and, instead, towards articulated wheel arrange- 
ments. In the whole of 1941, for example, only two ten- 
oupled locomotives—of the 2-10-4 type, for the Bessemer & 


Lake Erie RR.—have been built in the United States, as 
compared with 120 articulated engines of great size and 


power. Among the latter, six-coupled wheel arrangements 
predominate; the most popular are the 4-6-6-4, of which 
ders completed or in hand for American railroads totalled 
48, and a new six-coupled articulated wheel arrangement is 
the 2-6-6-6 of the Chesapeake & Ohio. Of articulated loco 
motives with eight-coupled wheel groups, the most notable 
single order has been the Southern Pacific’s forty 4-8-8-2 
locomotives of the cab-in-front type for and 
freight service on the mountain divisions of that system. 
Five 4-8-8-4 engines of the Union Pacific’s ‘‘ Big Boy ”’ class, 
were interesting products of 1941, as well as sixteen com 
[ d 2-8-8-2 freight iocomotives for the Louisville & Nash- 

Of the non-articulated wheel arrangements the 4-8-4 
has been the most extensively built, with 68 examples, 
followed by the 2-8-4, with 51; there have also been twenty 
4-8-2s, four 2-8-2s, and eight 4-6-4s built for leading railways. 
[he Southern Pacific order for forty articulated locomotives, 
iiready mentioned, formed part of an order for fifty; the 
remaining ten were streamlined 4-8-4s for the Daylight and 
other fast Californian services; the total value of the order 
was approximately $11,000,000 (£2,736,318). 


passenger 


The Railway Meetings 


ue annual general meetings of the four main-line railway 

companies which have just been held provided the first 
opportunity for stockholders to hear from the Chairmen of 
their companies an account of the discussion with the Govern- 

ent which resulted in the revised financial agreement. A 
good many stockholders have felt that the new agreement 
left them in a worse position than they had been under the 
original arrangement, but the Chairmen have made it clear 

it not only was the Government determined that an annual 

ntal should supersede the sharing scheme, but that taking 
ill considerations into account the rental of £43,000,000 a 
vear in the controlled undertakings was not too bad a bar- 
gain. No one could call it generous and it is certainly not 

epted as providing any measure of the actual potential 
uning power or value of the controlled undertakings. On 
the other hand it has to be borne in mind that contin- 
gencies May arise which will substantially affect the earning 

ipacity of the lines, such as an invasion or a decline in 
raffics and profits in the last years of control; the importance 
of the present agreement is to be found, first, in the fact that 
if the rental maximum it is also a minimum, and 
secondly that it is to apply for the full period of control and 
that control is to last for a minimum period of one year after 
the cessation of hostilities. There can be no doubt, as the 
Chairmen made plain, that the acceptance of the revised 
terms was in large part due to the fact that in existing 
circumstances it was felt that it would not be justifiable to 
refuse an offer which although by no means generous, was not 
unfair, hankering after the higher figure. The provisions 
which will be made for war damage liability could not be 
explained in much detail in the absence of the Government’s 
final scheme for dealing with war damage to public utility 
undertakings. It is, however, made clear by the Chairmen, 
that the liability falling on the companies will not be a 
charge in ascertaining net revenue, but wil! be of a capital 
nature. Proposals for dealing with this will not be placed 
before the stockholders until after the war. 

A point of some importance made by the L.M.S.R. Chair- 
man, and to which we drew attention in our last week’s 
issue, is that relating to action which has been aken as the 
result of directions with the Minister. These directions may 
affect the value of railway assets after the war or the 
earning capacity of the companies, and it is important, there- 
fore, that a close watch should be kept upon them so that 
the position of the railways may be safeguarded. Those con- 


is a 
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versant with railway operation will be able fairly easily to 


imagine the kind of things that he had in mind. There 
is no doubt, too, that it is as well that the atten- 
tion of the public should be drawn to the appall- 
ing cases of theft which hawe occurred since the 


beginning of the war on the railways. There are probably a 
good many reasons to which this could be ascribed, but none 
will cavil at the need for the strictest measures being taken 
to repress it. It is not merely a matter of loss being inflicted 
on the railway companies through having to meet claims or 
on the consignors and consignees who are deprived of their 
goods, or of the besmirching of the reputation which the rail- 
ways have enjoyed for the safe transit of goods entrusted to 
them; in present circumstances it becomes an action which in 
the aggregate may have serious effects upon the wellbeing of 
the State itself. It is fortunately apparent that the Govern- 
ment is alive to the position which has arisen; as is made 
clear by a recent statement in the House of Commons, much 
more stringent penalties are to be imposed. 


The London Transport Report 


Pus report and statement of accounts just presented by 

the London Passenger Transport Board to the Minister 
of War Transport and to the stockholders covers the twelve 
months ended December 31, 1941. At this time a year 
ago the report then presented was for the 18-month period to 
the end of 1940. That occurred because, since the Govern- 
ment took control of the undertaking in September, 1939, 
the end of the board’s financial year was altered from June 30 
to December 31, in order to conform with the financial 
irrangements arising out of control. As was the case a year 
ago, the present report is much abbreviated in comparison 
with similar peacetime documents. No figures are given of 
receipts and expenditure on revenue account, nor are operat- 
ing statistics mentioned. The main financial results of the 
board’s year were given in THE RaILWay GAZETTE of Febru- 
ary 27 last, showing the total distribution on the “‘C’”’ 
stock for 1941 to be 2% per cent. It is put on record that 
the appeal to the Railway & Canal Commission against 
the decision of the Railway Assessment Authority resulted 
in the main appeal of the board against the cumulo valuation 
of £1,594,000 for the railway, tramway, and trolleybus under- 
taking being allowed, and the net annual value was reduced 
to £945,270. The board’s appeals with respect to its Neasden, 
Lots Road, and Greenwich power stations and portions of 
Charlton works were, however, dismissed. 

A sum of £2,765,000, compared with £2,775,000 in the 
previous year, has been charged by way of provision for 
renewal. The amount transferred in the year 1941 to main- 
tenance reserve, which provides a fund for extraordinary 
expenditure falling outside current or normal maintenance 
expenditure, was £35,000, compared with £70,000 for the 
previous year, and a sum of £53,577 has been spent. The 
balance of £91,999 brought forward from the previous year 
has thus been reduced to £73,422, against which there were 
authorised commitments of £120,857. Total capital expen- 
diture during the year 1941 was £932,094. 

The restriction on the consumption of petrol and fuel oil 
has continued to impose a limitation upon bus and coach 
services. In June, 1941, the London & South Eastern Area 
Board (now the London & South Eastern Regional Board 
of the Production Executive) created 32 Local Transport 
Groups, consisting of representatives of employers and their 
employees and officers of the main-line railway companies and 
the Transport Board. These local groups have been very 
helpful in securing in most areas a more even spread of the 
passenger movement and therefore a more efficient use of the 
services by the ‘‘ staggering ’’ of working hours. During 
the latter part of 1940 the board hired a number of buses 
from transport undertakings in England and Scotland. These 
buses rendered valuable services to London during the winter 
months of 1940-41. They have all been returned to their 
owners. Towards the end of 1941 a need arose in various 
localities in the country for additional road vehicles to meet 
the growing transport requirements and by arrangement 
with the Minister of War Transport, the board has lent 100 
buses to certain English, Scottish, and Welsh undertakings. 
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LETTERS TO THE EDITOR 





March 20, 1942 


(The Editor is not responsible for the opinions of correspondents) 


A. E. & H. A. Superheaters 


Ihe Superheater Co. Ltd., 
3owdon, Altrincham, 
Cheshire, March 5 
To THE EpiTror or THE RAILWAY GAZETTE 
Sir,—With reference to your editorial on the above in your 
issue of February 27, may I point out that it is not recom- 
mended that type ‘‘ E’’ superheaters be installed in_ boilers 
unless they are to be steamed for considerable periods at maxi- 
mum capacity; otherwise no increase in steam temperature over 


that given by a well proportioned type ‘‘ A’’ superheater is 
obtained This fact was confirmed on test carried out on a 
‘Mikado ’’ locomotive fitted with a type E’’ superheater 


built in 1924 by the late Sir Nigel Gresley 

It should also be appreciated that type ‘‘ E superheaters 
although satisfactory under given conditions add considerably 
to the total weight of a locomotive and are more costly; these 
factors have, therefore, to be borne in mind when consideration 
is given to the type of superheater to be fitted. 

In addition to the new element H.A. mentioned by you, there 
is also another type designated 5-P-4, which gives approximately 
the same increase in temperature. Mr. Bulleid has fitted a set 
on one of the ‘‘ Lord Nelson ’’ class locomotives. It has, how- 
ever, been necessary during the war to discontinue production of 
this type in this country 3efore the war about 100 locomotives 
were in service in France fitted with the 5-P-4 element 


Yours faithfully, 


ERIC A. ROBINSON, 


M ging | 


** Public Relations ”’ 


Great Western Railway, 
Office of Superintendent of the Line, 
Paddington Station, London, W.2 
March 16 
fo THE Epiror oF THE RAILWAY GAZETTI 


Sir,—In the article upon this subject published in your issu 
of March 13, there is an omission and an error. The omission is 
not serious for it is obvious that the word ‘‘ not’’ has been 
inadvertently dropped in the last line but one, before the 
word ‘‘ overdone,’’ in the penultimate paragraph. 

The error lies in the paragraph which contains this sentence :— 

‘ perhaps the least said the better in the matter of a closer 

definition, if the abbreviation ‘ Public Relations Officer’ is 
to stand for what it is intended to’’ etc., etc. 
The abbreviation referred to should of course have been shown 
as ‘‘ P.R.O.’’ as drafted, and not ‘‘ Public Relations Officer.’’ 


Yours faithfully, 


G. E. ORTON, 


Public Relations Othicer 


Locomotive Bearing Springs 


16, Park Crescent, Roundhay, Leeds 8, 
February 


28 
To THE EpriTor oF THE RAILWAy GAZETTE 

Str,—I have been reading with considerable interest the article 
of Mr. George W. McArd in your issue of February 20 and I should 
be glad if you would permit me to draw attention to some points 
therein, itemised as follows : 

(1) Mr. McArd states that ‘‘ so far as the writer knows, no rail 
unit yet had the advantage which the fluid shock absorber affords.”’ 
For some four years now, the Monroe Shock Absorber, of the direct- 
acting piston type, has been applied in the U.S.A. to numerous 
bogies, in conjunction with sway-bars. Vane-types of fluid shock 
absorbers have also been used, and the applications of these are not 
uncommon in Europe. In this country, notably, they have been 
fitted by Wickham’s of Ware to most of its recent railcar bogies. 

(2) In the following paragraph, mention is made of “‘ cushioned ”’ 
wheels. It is true that, for various practical railway reasons, the 
‘“‘ cushioned "’ wheel has not yet universal application, but there are 
at least a dozen types in operation successfully in Europe, running 
on steel tyres. 

(3) A printer’s error seems to have crept into Formula 2, which 





rather spoils its accuracy. The expression “ deflection per ion 
0 1 L’/B@ N should undoubtedly read 0-1 L3/B# N. 

(4) The symbol ‘“‘ L”’ is stated as “‘ spring span, or centres 
inches.’’ Surely this should read “ straight, or uncambered length, 
in inches.” 

(5) Mr. McArd’s comments on spring lubrication, as to laminated 
springs, are extremely pertinent. The writer has provided various 
more or fess useful methods for this, and was invited to apply some 
practical form to some recent experimental engines. As, however 
it was found from study of the general design, that the bogie springs 
were under the cylinder drain cocks, the coupled springs were 
inaccessible, and the trailing springs were under the injector over- 
flows, it was not considered very useful to apply anything. A type 
of wire-insert spring patented by the writer might have been 
effective, but was discarded as being somewhat on the academi 
side. 

The displacement of loads to which Mr. McArd refers is « or 
siderable importance, as it not only takes place with brake applica 
tions, due to brake-block positions, but also with reference to drivir 
torque, particularly with electric locomotives 


Yours faithfully, 





(Signed) T. H. SANDERS 


The above letter was sent to Mr. McArd who has replied as 
under.—Epb. R.G. 
18, Beaumont Terrace, 
Prudhoe-on-Tyne, March 7 


lo THE EpiTor or THE RAILWAY GAZETTE 


Sir,—I thank you for the opportunity of reading a copy of 
Mr. T. H. Sanders’ remarks on my recent article on locomotive 
bearing springs, and submit my reply as follows: 

(1) This point is explained, I think, by the relative outlook 
of writer and critic. When writing the article, I had locomotives 
and rolling stock in view in a general sense; Mr. Sanders, not 
unreasonably, perhaps, quotes an expression in my article that 
does rather suggest a particular or individual outlook. The facts 
he gives are most interesting, but I believe he will agree that 
viewing rolling stock of new design generally, my statement is 


correct. 


(2) Here also it resolves itself into a question of the outlook 
In my own experience, a diesel car built by Armstrong Whitworth 
had spring wheels that gave a measure of success, but not 
sufficient to justify an extension of the use of this type of wheel 

(3) The formula 2 should certainly be as stated by Mr. Sanders, 


viz. :—O.1L/Bt®N, and the error is regretted. 
(4) The symbol ‘‘ L”’ represents the span, or distance between 
centres, of spring links in inches as stated in the article. Ii 


one were to consider a particular unit under various loadings, as 
would occur when under test, ‘‘ L’’ would still equal the figure 
as stated, but if the spring carried a big camber in the running 
condition, the span would vary somewhat with each reading. 

In designing a spring—and the formule quoted are to this 
end—‘‘ L’’ represents the spring span, or centres, in inches 
which is decided upon for that unit in running order. 

(5) Mr. Sanders’ remarks here are appreciated and interesting, 
but do not call for any comment. 

Yours faithfully, 
GEORGE W. MCARD 








RAILWAY MISCELLANEOUS REcEIPTS (NET).—The summaries of 
results of the railway companies for, the past three years which 
were given in THE RatLway GAZETTE of March 6 are, it 
has been pointed out to us, incomplete, inasmuch as the figures 
therein given for the Great Western, London & North Eastern 
and London Midland & Scottish Railways do not includ 
‘* general interest,’’ nor in the case of the London Midland & 
Scottish do they include the net revenue from the Northern 
Counties Railway (Ireland), which was given separately. The 
discrepancy was due to a mis-reading of the headings set out in 
the reports. Correct figures of the ‘‘ miscellaneous receipts, net ”’ 
of the four companies for the past three years are as follow: 


1939 1940 1941 

£ £ £ 
G.W.R 289,487 289,695 268,051 
L.N.E.R 464,835 483,279 502,257 
L.M.S.R 534,927 581,088 775,775 
Southern 198,305 185,989 191,291 
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vay detectives who travelled in boat 
and ships in peacetime, keeping 
for international crooks, are now 
mployed to check pilfering. 

* * - 
REPLY TO BILLY BROWN 
ve you'll pardon my correction 
stuff is there for your protection. 


nk you for your information 
to see what is the station. 


* * * 


EATH BY FRIEND AND FOI 
ry air raid casualties—112 killed, 


ured. 

iary road_ casualties—681_ killed, 
, injured 

ruary air raid casualties—22 killed, 
ired. 


lary road casualties 
* * * 
COST OF THE WAR 


st of the war to Britain has now 
i total of £12,500,000 a day. This 


announced by the Chancellor of the 
quer, Sir Kingsley Wood, in the 


Commons on March 10. How 


iditure has mounted is shown in the 


table Total Fighting 
war exptre. and supply 
a day services 
1940 


£ 
5,000,000 4,000,000 
7,500,000 6,500,000 


October eine 9,000,000 7,500,000 
1941 

February ‘ 10,500,000 8,000,000 

ine ns 10,250,000 8,000,000 

October... “as 1 1,000,000 9,000,000 

December ... . 11,750,000 9,000,000 
1942 

March ; ... 12,500,000 9,750,000 


nation’s total expenditure is now 
{14,500,000 a day 


* * * 


MISLEADING MAPS 

some of your well-informed 
listen to a word about maps? 
it the map,’’ says Mr. Roosevelt. 
all maps surely those on Mer- 
projection, which flood the market 


appear in the newspapers, are the 
orst to look at 
In the first place, Mercator’s projection 


THE RAILWAY 


THE SCRAP HEAP 





falsifies the size 
commonly imagined 
> United States—because 
Greenland is thought to be 


in the daily press (except the Manchester 


distances with a 
between most points on Mercator’s 


Vanchester Guardian.’ 
* x 


grandson of Sir Rowland Hill, 
Hill pointed out that from 
1843 to 1846 Sir Rowland Hill devoted his 
time to the improvement of the London & 
Brighton Railway C i 


the chairmanship of Mr. 
On his journeys to and 


in an observa- 


watch activities on the 
strict penalties and did much to add to 
of accidents were 


safety of passengers. 
ime the line between 
belonged to three 


Hill was soon able to secure uniformity 
and as a result of the pre- 


wae” 







































































“What’s the noise about?” 


“T think someone must have made that joke about a standing army.” 


{Reproduced by permission of the proprietors of ‘“ Punch ”’ 
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occurred, and that a minor one. He 
took a keen interest in the express trains 
for those who lived at _ Brighton but 
worked in London, and, including a halt 
to take water at Redhill, an overall speed 
of 34 m.p.h. was established. Excursion 
trains were introduced on his recommen- 
dation. He induced his directors to make 
an offer to the Post Office for the convey- 
ance, free of charge, of a mail-bag by 
every train between London and 
Brighton, a practice which was soon 
adopted by the South Eastern Railway. 

When Peel’s Government fell in 1846 
he saw that with the Liberals in power he 
would be recalled to continue his Post 
Office reform. When he retired from the 
Brighton Railway he received an offer 
from the London & South Western Rail- 
way of the managership, with a salary of 
£1,500 a year. Other offers were also 
made but, as he recorded in his journal, 
‘* With the Post Office in view I could 
accept none.’’ 

* * * 


CAPE TO CAIRO 

When Lord Kitchener decided to pro 
ject a railway from Haifa to Abu Hamed 
a minor controversy arose over the gauge. 
Lord Cromer urged that, for practical and 
pecuniary reasons a 3-ft. 3-in. (metre) 
gauge should be employed. There were 
already great quantities of metre-gauge 
sleepers in Egypt, and more could be 
quickly and cheaply obtained, but Kit 
chener was obdurate because he was 
looking far ahead. Cecil Rhodes’s scheme 
was beginning to take shape, and the 
Sirdar was determined to do his share from 
the northern end. Though the Alexandria- 
Cairo-Luxor gauge was the normal Euro- 
pean one of 4 ft. 84 in., the Luxor-Assuan 
line, then being built, was 3 ft. 6 in., and 
he foresaw the eventual junction of the 
future Cape-Abu Hamed-Haifa line with 
the Luxor-Assuan line, which would neces- 
sitate the conforming of the Assuan- 
Alexandria line to the regular South 
African standard.—From a letter by Sir 
George Arthur in “‘ The Daily Telegraph.” 

* * - 


KNOWING HOW 

One morning, in connection with my 
difficulty in opening the office safe, I was 
compelled to send for an expert locksmith. 
He came and tried the combination, but 
for some reason it did not release the bolts 
of the lock. He listened to the sounds 
made in turning the dial, and as he could 
not get satisfactorily by ear the sounds 
he wanted, he placed one end of a straight- 
grained piece of wood between his teeth 
and rested the other end on the rim of a 
disc containing the dial. By this means 
the sounds were conducted to his brain, 
enabling him to make the mechanism 
click ; and, presto, the lock yielded and 
the safe was opened. The operation took 
about twenty minutes. I asked him what 
his charge was, and he told me it amounted 
to fifteen dollars. I pointed out that it 
took him only twenty minutes to do the 
work and that forty minutes would cover 
the time of absence from his shop and 
insisted that he render me an itemised bill. 
The safe-opener complied with my request, 
and this was his bill : 


Cable carfare to and from the ae Sos — 
Time absent—40 minutes bes eae 1.00 
Knowing how a: x ve we ced 13.90 


$15.00 


I appreciated the force of logic contained 
in the last item and paid the bill without 
further comment.—From an interview with 
James W. Harris, President of the California 
Street Cable Tramway, in ‘‘ Cable Car Days 
sn San Francisco,” by Edgar M. Kahn. 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


SOUTH AFRICA 


Harbour Improvements 

Improvement works at a total estimated 
cost of well over £7,000,000 are in progress 
at four important South African harbours. 
The most costly is the £4,000,000 main 
development s« heme at Capetown, including 
additional deep water berths, extension of 
the new basin, reclamation of the fore- 
shore, and other details. Of this the quay 
wall for the first five deep water berths 
has been completed to level for 
3,700 ft., foundations for a further 430 ft 
have been laid, and block work has been 
irried out over 200 ft. of the latter dis 
tance \t Durban overt £2,400,000 is 
being spent on additional deep 
berths and the construction of a l 
jetty satisfactory progress has _ been 
made with the east and west walls of 
the latter, and on the west wall five new 
4-ton wharf cranes are in _ position \t 
East London a turning basin, mailboat 
quay, and sheds are being provided at a 
ost of £587,000 Che extension of the 
quay wall is complete and five 4-ton electric 
cranes have been installed on it and are 
in use Roughly 90 per cent. of the ex 
cavation and rock-breaking in connection 
with the new turning basin is complete 
and the cargo shed and associated works 
are in an advanced stage At Port Eliza- 
beth the £277,000 reclamation 
scheme is practically complete 


cope 


watel 


foreshore 


AUSTRALIA 


Wheat Transport 

\s a result of the excellent 
throughout most of the wheat growing areas 
in Western Australia, there are bountiful 

ops in all districts, and the railway 
system will be heavily taxed to provide 
transport The 1940-41 wheat harvest is 
the largest since bulk handling was intro- 
duced in this State some years ago, and as 
this system of wheat handling is now fairly 
veneral the supply of trucks suitable for the 
conveyance of wheat in bulk will provide a 
problem for the railway transport branch, 
which, however, is confident of its ability 
to fulfill the task Large storage bins are 
being constructed and wheat will be con- 
veyed to these bins from country sidings in 
readiness for despatch to the ports for ship- 
ment as required rhis practice will enable 
a steady flow of wheat from the wheat 
erowing areas to the storage sites, and so 
avoid any sudden heavy demand for rolling 
stock for the conveyance of wheat from 
country to port 


season 


Quarterly Railway Returns 

Che Commissioner’s report for the. quar 
ter ended September 30, 1941, shows that 
earnings totalled £981,800, which was 
£121,700 more than for the corresponding 
period of 1940 Working expenses in- 
creased by £41,843 in the same period and 
the net result after payment of interest 
was a loss for the three months of £13,486, 
compared with losses of £90,743 and 
£158,699 in the September quarters of 1940 
and 1939. 

Improved earnings were recorded for 
both coaching and goods; the former 
showed a higher return of £64,000 and the 
latter an increase of £49,000 over last year. 





The increase in working expenses was 
largely due to the greater volume of traffic 
handled, although an item of £14,585 under 
the heading of ‘‘ General’’ was due to 
payroll tax, a new tax inaugurated on 
July 1, 1941, to meet payments under the 
new Commonwealth of Australia Child 
Endowment Scheme, and which will involve 
the railways in added costs of approximately 
£60,000 a year 


Increases in Basic Wages 
On July 28, 1941, the State Arbitration 


Court declared an increase in the basi 
wage ; the rates shown hereunder 

Former rate Increased to 

(weekly) (weekly) 

s. d s . 

Metropolitan Area 48 0 410 5 


South-West Land Division 49 3 410 10 


Goldfields and other portions 
of the State ‘ ; 3 6 Ss § 7 
These variations involve an additional 

expense of £37,000 a vear to the railway 


department. 


al ~~ 

UNITED STATES 

Chicago- Milwaukee Services 
fhe inauguration on January 5 and 12 
of the new diesel-hauled Chicago & North 
Western between Chicago and 
various points in Wisconsin and Minnesota, 
as recorded in the February 27 and March 6 
issues of THE RAILWAY GAZETTE, has led 
to the outbreak of some very lively compe- 
tition between this company and _ the 
Chicago, Milwaukee, St. Paul & Pacific RR 
Chis is referred to in an editorial note on 
p. 390, from which it will be seen that 
between Chicago and Milwaukee, 85 miles 
apart, a previous total of six daily runs 
between the two cities in 68 min., by both 
‘ompanies, has from January 12 been 
expanded to 19, with 9 more in 80 min., 
and 4 in 85 min. Coupled with the high- 
speed schedules of the inter-urban electric 
Chicago, North Shore & Milwaukee, which 
with its streamlined Electroliners and other 
trains maintains a mile-a-minute service 
between the downtown areas of Chicago 
and Milwaukee, this is easily the fastest 
inter-city service of its kind in the world. 
Che fastest start-to-stop runs on the North 
Western are between Evanston and Racine, 
49-8 miles in 39 min. (76-6 m.p.h.), and 
Evanston and Kenosha, where three trains 
cover the 39-6 miles in 31 min. (76-6 
m.p.h.) ; another run is from Milwaukee 
to Evanston, 73 miles in 59 min., at 74-2 
m.p.h. One of the new North Western 
trains runs between Chicago and Ishpeming, 
Michigan, via North Bay, covering the 
392-7 miles in 7 hr. 20 min., at an overall 
average of 53-5 m.p.h. with 19 intermediate 
stops; the best previous time was 12 hr. 
40 min. Southbound the new time is 
7 hr. 25 min., as against a previous best of 
9$ hr. Six of the accelerated Milwaukee 
trains are now running through between 
Chicago and Green Bay in competition 
with the new North Western diesel stream- 

liners. 


services 


Wartime Train Service Cuts 
Elsewhere, however, war conditions are 
beginning to have an adverse effect on train 
services. The winter service between 
Chicago and Florida, which has been oper- 
ated lately by ten companies jointly, over 
three different routes, on a co-operative 
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basis, in such a way that during the winter 
season one all-coach streamliner, one all. 
Pullman sleeping car train, and on mixed 
Pullman and coach train have all run daily 
but turn and turn about over the three 


routes, has from January 16 been cut by 
the withdrawal of the three combined 
Pullman and coach trains—the Dixian 
of the Chicago & East Illinois, the Floridan 
of the Illinois Central, and the Florida Arroy 


of the Pennsylvania. The Southern Pacific 


has taken off the Noon Daylights between 
San Francisco and Los Angeles, though 
the Morning Daylights, which ar: among 
the best patronised streamline services jn 
the United States, continue to operate 
Certain decelerations have also taken place 
on the Union Pacific, particularly of the 
very fast services (the Pony Express and 


Pacific Limited) between Kansas City and 
Denver. None of the diesel-hauled str 
liners are affected 


-am- 


New B. & O. Chicago-Washington 
Service 


Che Columbian streamline train, which 
some months ago was withdrawn from its 
New York-Washington run on the Balti- 
more & Ohio RKR., has been completely 
renovated, and transferred to the Washing- 
ton-Chicago service of the same company 
It is acting as an all-coach relief to th 


Capitol Limited, which now reverts to its 
previous all-Pullman formation. Features 
of the Columbian, which is diesel-powered 
include an observation lounge, stewardess- 
nurse service, and a public address loud- 
speaker system for announcements ev route 
It leaves Chicago at 3.55 p.m. daily and is 
due in Washington at 8.55 a.m. the following 
morning; in the westbound direction 
departure from Washington is at 6.5 p.m 
and Chicago is reached at 9.5a.m. Allowing 
for the change in time, the journey 
7724 miles thus takes 16 hr. each way 


ARGENTINA 


C.A.R. Experiments with Brazilian 


Coal 
In view of the acute fuel shortage in 
\rgentina, to which there have been a 


number of references in these columns 
the Central Argentine Railway has recently 
carried out a series of experiments with 
Brazilian coal in its central power station 
at Canal San Fernando, which supplies 
current to the Buenos Aires’ suburban 
electrified system. The tests, which are 
stated to have given very successful 
results, consisted in the utilisation of 
Brazilian coal both alone and mixed with 
Mendoza coal. The initial tests with the 
latter product showed that by itself it was 
lacking in the calorific and other propertie: 
essential in efficient locomotive firing. As 
experiments with Mendoza coal in combina- 
tion with British and American coal failed 
to give the desired results, the tests were 
carried a stage further in conjunction with 
Brazilian coal, which proved highly success- 
ful; the resulting product was stated to be 
equal to the best Cardiff steam coal 
Although no precise figures are at present 
available as to Mendoza coal production 
the present output, especially from certain 
new mines in the south of that province 
is reported to hold out an encouraging 
prospect for the Andine coalfields. A 
reference to the Government’s coal plans 
was made in these columns in our July 25, 
1941, issue. The Brazilian coal mines, 
which are situated in the Rio Grande region, 
at San Jerénimo and Buttfa, have an 
estimated yearly production of over 4 
million tons, with possibilities of future 
expansion. 
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ROAD TRANSPORT SECTION 


U.S.A. Road-Rail Co-Ordination Increased 


N its recently-issued summary of road vehicles in which 
| iilways have an interest (as at December 31, 1940, and 
December 31, 1935), the Interstate Commerce Commission 
has given some striking figures showing how co-ordinated 
servi has increased during the five-year period. In 1940, 
the total road assets of the railways amounted _ to 
$131,830,583, as compared with $87,242,678 in 1935, an 

re of $44,587,905 or 51-1 per cent. During the same 
eri the investments in plant and equipment rose from 


$57,007,343 in 1935 to $99,552,114 in 1940, an increase of 
49 544,771, or 74-6 per cent. 


Tl figures do not include the fleet of the wholly rail 
vned Railway Express Agency which (including the 
Southeastern Express Company) amounted to 8,167 petrol 
id 1,230 electric road motor vehicles in 1935, and at the 
d of 1940 had increased to 11,464 petrol and 571 electric 


id motor vehicles. Furthermore, the figures do not cover 

f the thousands of vehicles operated directly by the 
ilwavs other than through subsidiaries, or any of the large 
of lorries operated by short lines throughout the 


Trolleybuses in Snow 


| ior story that Manchester trolleybuses had recently to 
taken out of service for two days because passengers 
rivers in considerable numbers were receiving electric 
proved on inquiry to be a gross exaggeration, accord 

The Manchester Guardian, It appears that at no time 

ie trolleybuses taken off the routes for even as much 

sa whole day, and that no case of serious shock has been 
orted to the Manchester Corporation Transport Depart 
nt. Alarming rumour appears to have been built upon 
llowing facts: On a recent Sunday there was a heavy 
snow which, by reason of shortage of labour, was not 

is quickly as it would have been in normal times. 


\ll d the trolleybuses ran as usual until about 4.30 p.m., 


t was reported that the thick snow and slush on some 
ehicles had created a ‘‘ bridge ’’ of moisture over the 
sulating media between the motors and switchgear and 


dies of the vehicles, causing slight short circuits. In a 


tances—none serious, according to the reports received 
the Manchester Corporation Transport Department— 
rsons experienced shocks. The engineers of the depart 


nt thereupon suggested that the trolleybuses should be 
n off the road so that they could be dried thoroughly 
made ready for service early on Monday morning. By 
ut 7 p.m. a service of petrol buses had been substituted. 
the Monday morning the trolleybuses were sent out 
gain into the sloppy streets and were in service most of the 
luding the period of peak traffic. During the slack 
irs some of the vehicles were taken to the sheds for drying 
other attention j 


E.P.T. and Provincial Bus Companies 


(SOMPARAT IVELY little has been published about thx 
“effects of the working of the present Excess Profits Tax 
sislation on large road passenger transport groups, although 

subject has been mentioned on more than one occasion 

innual meetings presided over by Mr. John F. Heaton. 

uur issue of March 21, 1941 (page 323) we pointed out 
at, as many of the large provincial bus companies are 
med by the railway companies jointly with Thomas Tilling 
Amited, the British Electric Traction Co. Ltd., or Tilling & 
ntish Automobile Traction Limited, they do not rank as 
ibsidiaries of any one company. More usual shareholdings 
teof the order of 40 per cent. railway and 40 per cent. road 
soup. It would appear, therefore, that the practical effect 
‘E.P.T. in these cases is to win on the swings—where the 
berations are conducted in reception areas—without losing 
ithe roundabouts in respect of working in evacuation areas. 





Another E.P.T. point was made by Mr. Heaton when presid- 
ing last month at the 55th annual general meeting of the 
Bristol Tramways & Carriage Co. Ltd. He remarked that the 
case of the Bath Electric Tramways Limited was interesting. 
The control passed to the Bristol company in the year 1936, 
and, on the Bristol company taking over the responsibilities 
of management, the old tramways system was scrapped as 
quickly as possible, fresh capital was introduced, and the 
business reorganised. As a result of these changes it was 
generally acknowledged that the travelling public was much 
better served. Fares were kept down to a minimum, but, on 
the other hand, the net revenue of the company increased 


considerably. Under the provisions of the Finance Acts the 
company had to go back to a period before reorganisation for 
its standard profits for purposes of E.P.T. It was, however, 


due to the improvements effected in the business, together 
with increased traffic, that the profits of the Bath company 
for the past year had gone up to a figure of approximately 
£51,600, but of this sum no less than £43,365 was required to 
meet E.P.T. alone. Mr. Heaton added that he mentioned 
these facts not by way of complaint, but in order that 
the shareholders should .fully appreciate the position and 
realise the drastic nature of present-day taxation on a bus 
undertaking such as theirs. 


The Enlarged Todt Organisation 


HE existing and highly efficient organisation for rapid 
civil engineering work evolved and developed by the 
late Dr. Fritz Todt is to be enlarged under Professor 
Albert Speer, the new Inspector-General of German Roads, 
according to official announcements recently published in 
the German press. The Organisation Todt (OT) was founded 
in May, 1938, and the personnel was recruited originally from 
the German Labour Service, thus consisting mainly of labour 
conscripts. The number of workers employed on the West 
Wall or Siegfried Line is stated to have increased from 35,000 
in June to 343,000 in December, 1938. - By September, 1938, 
the OT had mobilised more than 15,000 lorries from all over 
the Reich, more than one-third of the. Rhine fleet, and was 
using upwards of 8,000 railway wagons a day. As we 
mentioned at page 269 of our February 20 issue, the OT is 
a semi-civilian army believed now to be nearly half a million 
in strength, and including prisoners: of war and _ civilians 
recruited ‘‘ voluntarily ’’ from occupied territories, so that. by 
August of last year Germans comprised only about one-fifth 
of the total. Parallel with the Organisation Todt has been 
the Baustab Speer, which was formed by Professor Speer in 
his capacity as Inspector-General of Works &: Buildings, 
an office to which he was appointed in January, 1938, and 
which he is continuing to hold. On the outbreak of: war 
G6ring transferred the activities of the Baustab Speer to the 
construction of aerodromes, and, as. this work extended to 
all parts of the Reich, Speer established a special road 
transport fleet called the NSKK-Transportstandarte «Speer, 
which has been used not only for the transport of building 
materials, but also in the front line in Africa and Russia,:.as 
this fleet is responsible for carrying supplies of petrol and 
munitions to all aerodromes from which the Luftwaffe operates. 
Now that Speer has succeeded to all Todt’s offices, he. has 
announced that the Baustab Speer will no longer be a separate 
organisation, but is to be merged completely in the Organisa- 
tion Todt. 

It would seem that the German plans for the OT.“ after 
victory ”’ include the undertaking of very substantial works 
throughout the whole of Europe, chiefly in the form of motor 
roads. Last December it was stated that, in co-operation 
with Berlin, the Vichy Minister of Communications had 
prepared a scheme for the construction of three important 
Autobahnen in Northern France, one from Paris to Lille, 
the second from Paris to Calais, and the third from Calais to 
St. Quentin and Liége and onwards to connect with the existing 
Reichsautobahn at Aachen. This was subsequently denied, 
however, but the Germans have asserted that the Paris-Calais 
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highway has already been completed, and linked with another 
one between Bruges and Aachen. Probably existing highways 
have been improved, but no real Autobahn built. The principal 
trans-continental motor road of the future is envisaged bv 
the Germans as one from Ostend through Brussels, Cologne, 
Nuremberg, Vienna, Budapest, Belgrade, and Sofia, to 
Istanbul. Within the past few days it has also been stated 
that the German intention is to bring Great Britain within 
the scope of this grand trunk highway by means of a plan 
‘ worked out by the late Dr. Todt in conjunction with Hitler.”’ 
(his is said to involve the construction of an enormous 
causeway between Calais and Dover, carrying railway lines 
and motor roads, and provided with a ship passage spanned 
by lift bridges. The Italians say that the plans for a ‘‘.46th 
Parallel’’ highway are so well advanced that construction 
is likely to begin soon. That highway beginning at Bordeaux, 
is to reach Odessa through Turin, Milan, Venice, Trieste, 
Belgrade, and Bucharest, and is to be linked with Northern 
France and southern Germany by a new highway from the 
Mediterranean to Central Europe through Switzerland. This 
would cross the Alps at Col de Ferrex, near the Great 5t. 
Bernard, and tunnels totalling four miles in length would 
make it passable even in winter. The completion of any such 
scheme in the near future is most unlikely, as Switzerland 
could not be expected to spend several millions of francs to 
build the five miles of the highway across her territory in 
most difficult and mountainous terrain. 


Fuel for Producer-Gas Plants 


LTHOUGH it is the war that has provided a stimulus to 
the development of small producer-gas plants to enable 
road motor vehicles to be operated on home-produced fuels in 
place of imported petrol or diesel oil, there are many indica 
tions that vehicle manufacturers, road transport operators, 
and fuel suppliers, are all regarding the experience now being 
gained in connection with more lasting post-war conditions. 
Mr. John F. Heaton, the Chairman & Managing Director of 
Thomas Tilling Limited, has indicated clearly—time and 
again—that the careful and extensive experiments of the 
lilling group of companies are directed towards making pro- 
ducer-gas operation a permanent feature and not merely a 
wartime expedient. Entirely apart from technical considera- 
tions, the future success or failure of producer-gas propulsion 
is governed very largely by questions of monetary and fiscal 
policy upon which the Government has given no lead. It is, 
of course, obvious that the competitive power of coke will 
be affected profoundly by the maintenance or otherwise of a 
substantial import duty on petrol and diesel oil. At a joint 
meeting of the Coke Oven Managers’ Association and the 
[Institute of Fuel (together with the Iron & Steel Institute 
and the Institution of Gas Engineers) which was held at 
Sheffield on February 25, Mr. J. G. Bennett, Director, British 
Coal Utilisation Research Association, presented a compre- 
hensive paper on ‘‘ The Future of Coke ’’ in the course of 
which he said that he was satisfied that either under the 
stimulus of war, or if national policy should be so directed 
after the war, the producer gas vehicle could be made a sound 
engineering proposition which would commend itself to trans- 
port operators for quite a wide field of services. He could 
readily visualise one-fifth of the commercial transport of this 
country operated more economically on producer gas than on 
petrol or diesel oil so long as an import duty of £8 a ton or 
more was maintained on the latter fuels. This would create 
a market for between one and a half and two million tons of 
coke a year. The fuel would have to be of very high quality, 
but not so high as to involve any special difficulties in manu- 
facture or any loss of gas make which could not be more than 
offset by the special price which the fuel would command as 
compared with ordinary industrial or domestic coke. 

In the early days of the development of producer-gas plants 
for road vehicles it appeared that anthracite would be the 
preferred fuel, and it may be recalled that Mr. Heaton’s 
recent calculations (see page 270 of our February 20 issue) 
have been based on the use of anthracite at 85s. a ton, at 
which the fuel cost works out at a figure lower than for diesel 
oil and considerably lower than for petrol. Mr. Bennett said 
that during the past year the emphasis had shifted markedly 
towards the use of gas coke of special quality, treated with 
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sodium carbonate to give high reactivity. Alkali-activategd 
gas coke and _ specially prepared low-temperature cokes 
appeared to be the best fuels for operating portable pro- 
ducers. Since a preliminary report was made to the Insti 
tution of Gas Engineers three years ago, very considerable 
progress had been made, and the technical difficulties over. 
come to such an extent that, if need should arise, a con 
siderable proportion of our road transport could be trans 
ferred from petrol to producer gas. Mr. Bennett then con 
sidered the question as to whether producer gas could com 
pete with petrol with the return to normal conditions of 
liquid fuel supply, and said that this was largely a matter of 
our trade balance. We must ask ourselves whether this 
country could afford to continue the importation of liquid 
fuels on the increasing scale which continued up to the out 
break of war. In 1913, we exported coal to the value of 
£50,700,000, and imported petroleum products to the value 
of £10,800,000. In 1938, we imported petroleum products 
to the value of £43,300,000 and exported coal to the value of 
£39,000,000. Thus a favourable trade balance in fuels of 
£40,000,000 had been converted into an unfavourable balance 
of £4,000,000. Bearing in mind that the prosperity oi this 
country before the first world war was based largely upon 
our capacity to make foreign investments and to purchase 
raw materials bought by means of our coal exports, the situa 
tion as it existed at the outbreak of the second world war 
must be regarded as extremely serious. The disappearance of 
our foreign assets as a result of the war made the position 
far worse, and Mr. Bennett concluded that, if it were tech 
nically possible—as he was convinced it would be—we should 
be compelled to reduce our dependence upon liquid fuel 
imports for many years to come. The present state of the 
producer-gas vehicle was not unlike that of the petrol vehicle 
in the early years of the present century, and still closer to 
that of the high-speed diesel engine in the early nineteen 
twenties. The possibilities were there, but there was great 
scope for technical refinements. 


The Road Fund in 1940-41 


HE statement of estimated payments and commitments 
of the Road Fund (laid before Parliament as Appendix I 

to Class VI, Vote 13, Civil Estimates 1940) shows that thé 
Road Fund Grant in Aid, £15,800,000, was fixed so as to 
provide for a net expenditure of £15,930,000 after allowing 
for an estimated balance of £130,000 in the fund at March 31, 
1940. Of the Grant in Aid, £15,769,100 was actually issued. 
The balance at March 31, 1940, proved to be £1,170,417; and 
the net expenditure amounted to £11,454,526, leaving at 
March 31, 1941, a balance unexpended of £5,484,991, which, 
in accordance with the terms of the estimate, has been 
retained in the fund. As compared with the preceding year, 


the net expenditure from the fund _ decreased by 
£6,075,500 10s. 4d. The principal items of expenditure 
were :— 
1940 1939 
Grants to Highway Authorities, &c £7,911,533 £12,390,948 
Trunk Roads are oh £3 196,848 £4,770,772 


It is stated in the note to the balance sheet that outstand- 
ing commitments at March 31, 1941, were £13,651,000 in 
respect of grants and £2,690,000 in respect of approved trunk 
roads works. The corresponding commitments at March 31, 
1940, were £20,370,000 and £6,787,000 respectively. 








CapITaAL ReEpuction oF S.M.T. SuBSIDIARIES.—Two sub- 
sidiaries of the Scottish Motor Traction Co. Ltd., namely 
the Central $.M.T. Co. Ltd. and W. Alexander & Sons Ltd., 
propose to repay capital which is in excess of their present 
needs. The Central S.M.T. Co. Ltd., of Motherwell, has 
presented a petition to the Lords of Council and Session 
(Petition Department B) for an Order confirming the reduction 
of the company’s capital from £750,000 to £562,500 ; this 
reduction is to be effected by returning to the ordinary stock- 
holders 25 per cent. of their respective holdings, totalling 
£187,500. W. Alexander & Sons Ltd., of Falkirk, is seeking 
confirmation of a capital reduction from the present authorised 
total of £1,350,000 to £1,075,000 by returning to the ordinary 
shareholders 5s. on each of the issued 1,100,000 ordinary £! 
shares. 
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A commentary by “ Irone” 


and its derivatives for use 


ING the development of mechanical road transport, 
ithin the period of the past half century, liquid fuel 
s played a proportionately increasing part, until 


D 


today has practically monopolised the road transport not 
onlv this country but of the whole world. Of the 453 
million vehicles on the roads of the world nearly all use liquid 
fuel for their propulsion, and in Great Britain, with more than 
91 million vehicles, only some 6,000 or but } per cent., use 
other than liquid fuel, namely, steam and electric vehicles. 
Under present conditions two factors affect this liquid fuel 
situation—-war requirements and the fact that all liquid fuel 
has to be imported. The small amount hydrogenated from 
coal is a negligible quantity. Imports have two points of 
lisadvantage at the moment: first, they affect the foreign- 
exchange situation, and secondly, they require shipping tonnage 
and naval protection for that tonnage. It is for these reasons 
that the Government has sponsored, in rather a negative way, 
the encouragement of home-produced fuels, which are derived 


almost exclusively from coal. 

Both solid and gaseous products of coal have contributed 
immediately to the effort of taking up the load dropped by 
petrol by reason of its diversion to duties of national defence : 
the solid in the form of gas-producer plants using natural or 
manufactured coals (coke), and the gaseous by means of gas 
roofbags on vehicles or compressed into alloy-steel cylinders 
carried on the chassis of goods transport lorries. In the liquid 
form coal has not contributed to the alternative fuel movement, 
is all liquid fuels produced have been required for defence 
purposes. In this matter of liquid fuel from coal, Germany 
has specialised for a number of years, using her own coal. 
this development was undoubtedly undertaken with a very 
shrewd appreciation of the conditions that would arise from 
such an event as war with Great Britain. 

There are other products of coal suitable for power-genera- 
tion purposes, possibilities arising out of modern research and 
the development of controlled chemical reactions in the pro- 
esses Of carbonisation, as opposed to the more limited scope 
f the older methods of gas manufacture. It is among these 
newer possible products from coal that promising fuels for 
motor road vehicles may be available. The ideal fuel for this 
purpose would be one that can be carried in concentrated form 
4s a liquid in order to compete in distance per charge with 
petrol or heavy oil, but which could undergo combustion in 
the engine as a gas. In such circumstances a combustion 
eticiency higher than that of a liquid fuel would be obtained, 
as a liquid fuel is vaporised only and not gasified, and therefore 
onsists of finely divided globules, with which it is obviously 
mpossible to mix the air of combustion to anything like the 
intimacy possible with a gas. 

Among the potential products of the modern system of gas 
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Coal Fuels for Road Transport 


OF SUPPLIES BY SOLID FUEL | 





Diagram indicating lag in response from solid-fuel engine 





on the possibilities of coal 
as fuel for motor vehicles 


manufacture by the complete gasification of coal are the first 
four gaseous compounds of the paraffin hydrocarbons : 
methane, ethane, propane, and butane. Any of these com- 
pounds would answer to the requirements specified above as 
being suitable for use as motor fuels ; in fact, they have all 
been so used in various parts of the world, some more than 
others ; and they have demonstrated their suitability for the 
purpose. They are all gases under ordinary atmospheric con- 
ditions, and wherever they have been used have been carried 
as liquids. Some of their relevant properties are set out in 
the following table : 


Methane Ethane Propane Butane 
CH, CzHe | CaHs CaHio 
E _ a a Se! ESE les 
| 
Gross calorific value B.Th.U./cu. fe. | 995 1,730 2,465 3,204 
Boiling point “ae ane as c. 164 | 93 | 45 0:1 


Melting point aa sue we &! 184 | 172 | 152 135 


It will be noticed that the temperatures of liquefaction or 
boiling points differ considerably between the first and fourth 
gases. The low temperatures necessary for the liquefaction 
of methane would suggest difficulties in handling and transport 
of this gas, since that low temperature must be maintained to 
retain the liquefied gas in that state. Liquefied methane, 
however, has been in use for road transport in Russia for some 
five years, and a liquefied gas with a preponderance of methane 
has been in use in Germany for a considerable period, indicating 
that obtaining and maintaining low temperature need present 
no difficulties in the use of liquefied methane. 

Ethane has been used as a fuel for airships, but has had 
no application to road transport. Propane and butane have 
been and are extensively used both separately and as a 
mixture in America as motor fuels, and a complete system of 
manufacture and distribution is in existence in certain parts 
of the U.S.A. In this country a mixture of propane and 
butane has been in use in districts outside the supply system 
of town gas as bottled liquefied gas for lighting, heating, and 
cooking purposes. This mixture is called Calor gas or Botto 
gas. The storage, handling, and transport of these two 
liquefied gases do not present the same difficulties as in the 
case of methane on account of their higher temperature of 
liquefaction. Although supplies of Calor gas have been 
limited in this country so far as motor fuel purposes are 
concerned, cars have been run on it quite satisfactorily, 
and dynamometer tests indicate that a considerably higher 
horse-power than that of petrol would be available with 
engines constructed for its special use. 

Examination of various properties of these paraffin hydro- 
carbons, extending from the four gaseous compounds, through 
the liquids and into the solids, 
indicates a marked similarity in 
these relationships, and, following 
the same procedure in the matter 
of power output possibilities, a 
continuous increase may be ex- 
pected from butane downwards to 
methane. Propane actually shows 
on tests an increase of over 50 per 
cent., and methane should show a 
further increase. In these circum- 
stances an 8-h.p. petrol car would 
need only a 5-h.p. liquefied-gas- 
driven engine to drive it. Such 
increase in power output, which is 
accompanied by increased fuel 
efficiency, is due to the octane num- 
bers of these gases, which may be 
represented by the following figures : 
butane 93, propane 125, methane 
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175; petrolis 61. The fuel efficiency is expressed by : butane 
11,000, propane 9,900, methane 8,800, petrol 13,500 B.Th.U. 
per h.p.-hour. The high octane numbers permit of con- 
siderable increases in compression ratios as follow: butane 
6-75 to 1, propane 9-95, methane 18; petrol is 4-38. It is 
this possibility of using high compression ratios and not the 
increase in calorific values that enables increase in both brake 
horse-power and in fuel efficiency. The increase in calorific 
values is accompanied by a similar increase in the proportion 
of air for combustion with the result that the calorific value 
of the explosive mixture shows very little variation between 
the different compounds. 

In setting out the requirements of road transport in the 
possibilities of a new fuel from coal, it has been in mind 
that methane, in the form of natural gas, is in use in America 
as a town gas. A natural orientation of thought leads to a 
conjecture of the possibilities of using the same gas for both 
town gas and motor fuel, owing to the modern development of 
the synthesis of methane from its elements or producing it 
from the higher compounds by pyrolesis. The liquid form of 
fuel from coal to which reference has already been made has 
had little attention in this country, and there is only one 
plant producing it. The product of this hydrogenation plant 
is of higher octane number than that from either distillation 
or cracking, and it is naturally reserved exclusively for aircraft 
on national service. 

Reference has also been made to the great development 
of this process in Germany—which, by the way, was an 
English invention—and that economies have not been the 
sole reason for that development. It may be that this modern 
process of methane production, along with the addition to 
the volume of town gas produced of that required for motor 
fuel, would create such a condition that the hydrogenation 
process for the production of petrol would become a back 
number and the direction of progress would lie in the pro- 
duction of liquefied gas fuels. 

The use of coal as a solid fuel has so far had relatively 
little success in its application to road transport. It has 
been used in both internal and external-combustion (steam) 
engines. In the case of the internal-combustion engine, which 
is supplied with gas by a producer plant carried on the vehicles, 
severe limitations are imposed in the way of space allowed for 
producer and scrubbers, and in the use of the gas in a petrol 
engine. The type of plant is such that only a poor quality 
of gas is made, with a calorific value of the explosive mixture 
of 63 B.Th.U. per cu. ft. against 96 for petrol, and 85 for 
town gas. Further, the volumetric efficiency is 15 per cent. 
below that of petrol, and the gas generated at 1,000°C. 
must be cooled to atmospheric temperature. On the dynamo- 
meter test a petrol engine running on producer gas shows a 
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loss in brake horse-power of 50 per cent., added to which, on 
the road, this power gradually declines from the becinning 
of the run until the producer comes to the end of its fuel. 
This would mean than an 8-h.p. petrol car would teed g 


16-h.p. producer-gas engine to drive it. There is a further 
risk of excessive engine wear or running of bearings 0\ ing to 


grit and acids passing through the scrubbers if they are not 
attended to carefully and frequently. There is one thing to 
be said for the gas-producer plant, and that is, it is the only 
alternative fuel system able to take up the heavy goods and 
passenger transport dropped by petrol. There is a great deal 
of improvement necessary before producer gas can look 
forward to the prospect of survival after the war. 

The external-combustion or steam engine has been unfor- 
tunate in its application to road transport. In 1938 there 
were 994 steam goods vehicles registered in this country 
compared with 9,093 in 1927. Not a single steam motorcar 
was registered in either of those years. The steam engine js 
the finest prime mover, but it was fatally handicapped as far 
as road transport requirements were concerned by the fact 
that solid fuel would not respond to the violent fluctuations 
in engine loads and speeds, in the way that liquid fuel responded 
in the internal-combustion engine. Consequently it has been 
relegated to a specialised corner of heavy transport, in which 
petrol is not interested owing to the smallness of the numbers 
and impossibility of the application of mass-production 
methods. The accompanying diagram shows empirically the 
swift variation in requirements of the engine and the lag 
behind of the solid-fuel engine. 

It may be asked why has not liquid fuel been able to save 
the steam engine from extinction, as it has been so successful 
on the internal-combustion engine ? For a steam vehicle to 
be constructed within a reasonable weight limit, it must 
dispense with the old type heavy boiler and low-pressure 
steam ; it must have a flash boiler. The flash type of steam 
boiler must be fed not only with fuel to follow the engine 
demands, but with water also. All attempts to synchronise 
these two supplies under all conditions of driving, under the 
control of the accelerator pedal have failed, and with that 
failure the steam vehicle as a competitor to the petrol car 
ceased to exist. If, however, instead of either solid or liquid, 
we have a gaseous fuel at our disposal, conditions alter con- 
siderably, since there are no complication of petrol jets and 
igniting or re-igniting of pilot lights to interfere with regular 
working or to go wrong. <A gas is much more amenable to the 
sudden change of quantities required than either solid or liquid. 
With the simplification thus afforded in boiler control, it is 
quite within the bounds of possibility that we may see the 
steam engine take up a fresh lease of life and bring back the 
steam car and lorry to the roads of this country. 








Solid Motor Fuels in Germany 


T a lecture given recently before the German Technical & 
A Literary Society by a staff officer of what is known in 
German military circles as the Generatorstab, namely, 

the organisation controlling the use of solid motor fuel, some 
interesting statements were made about the progress achieved 
in this direction in Germany. Until 1935, it was stated, motor 
generators could be worked successfully only with best quality 
beech wood; today only soft wood is considered really 
adequate, due to the changes in the constructiou of producer- 
gas plants. It is, however, essential for the wood to have a 
ratio of humidity not exceeding 20 per cent., and natural 
drying of the wood is necessary. This often results in a 
shortage of well-dried fuel, as natural drying takes a long time. 
For this reason generator plants have been developed which 
can also be operated with wet wood. The German type of 
national gas-producer plant as used for agricultural tractors 
can gasify wood having a ratio of humidity of as much as 
40 per cent. Incidentally, it is stated that about 4,000 
agricultural tractors were built in Germany in 1935, that this 
figure rose to 30,000 in 1939, and that it is estimated that it 
will reach 65,000 in 1942. Only some of the agricultural 
tractors produced in 1938 and 1939 were fitted with producer 
plants for wood gas, but, from July 1 next, none but wood-gas- 
operated tractors will be available for agricultural purposes. 
Of other types of solid fuel which are being used increasingly 





in Germany for producer-gas plants, turf has been found to be 
best suited for the purpose, although not every type is recom- 
mended. Only turf with a content of 3 per cent. of ash at the 
most, and little sulphur, is usable, and even then it must not 
be too humid. Turf briquettes have been found very suitable, 
though costly. It is estimated that 60,000 metric tons of turf 
will be available for producer-gas plants in Germany during 
the current year. 

Brown coal is another solid fuel which the lecturer recom- 
mended, but he added that only brown coal originating from 
Sudetenland or from the Rhineland was suitable, and that the 
Central German type of brown coal had proved unsatisfactory. 
Tests to work producer-gas plants with hard coal are said to 
have been unsuccessful up to now, but coke from hard coal 
was found to be suitable, and the lecturer said in conclusion 
that by means of a newly-developed process it had been found 
that a type of almost pure fuel could be obtained. 

Information from other German sources indicates that the 
use of wood gas for producer plants is restricted, since German) 
is compelled to make use of wood reserves for other purposes 
in connection with war industries. The available reserves 0! 
suitable wood are said to amount to 2,000,000 cu. metres 
(70,634,160 cu. ft.) for the current year, which is not t00 
abundant a supply. In this connection it may be recalled 
that Sweden consumed no less than 8,000,000 cu. metres 
(282,536,640 cu. ft.) of wood for the operation of producer-gas 
motor vehicles in the course of the year ended June 30, 1941. 
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IMPORTANT WARTIME MAIN-LINE QUADRUPLING 


New Great Western Railway works arising out 
of war conditions 


MAIN-LINE quad- 
A rupling scheme of 
major importance, 
provi ling increased facili- 
ties for the movement of 


goods traffic, has just 
been brought to a_ suc- 
cessful conclusion by the 
Grea Western Railway 
with the completion, 
within the short period of 
6} months from the time 
the work was authorised, 


of the construction of 83 
miles of loop lines. Ancil- 
lary works have required 
a further period of 14 
months to finish. Taking 
into account the magni- 
tude of the work, and 
the prevailing difficulties 
in obtaining labour and 


material, the original 
estimate of the time 
required to complete 


these works was 18 months, but in view of their import- 
ance it was decided they should be given exceptional 
priority, and the spirit of enthusiasm and energy among the 
company’s departments concerned, and the contracting firm, 
eventually led to their completion in the very much shorter 
time indicated. 

The scheme was divided into two sections, L and M, of 
approximately equal length, each linking up with existing 
intermediate and end sections of four lines. The new works 
have provided Up and Down goods loops, one on each side 
of the main lines, with several crossover connections between 
the main and loop lines. While certain features of the work 
were similar on each section, others presented a marked con- 
trast, and, whereas 114 chains of track could be handed over 
to traffic in 12 weeks on section L, 72} chains on M required 
13 weeks to complete before the Traffic Department took 
over. 

Immediately after the acquisition of land, etc., the general 
procedure was to take up the existing boundary fence and 
replace it with a temporary one on approximately the new 





Widening of cutting in progress. 


Material to widen embankment obtained from continuous “ borrow ” 
adopted to speed up work and save running “ filling” trains on existing heavily-loaded lines 





Excavation piles on each side along top of cutting 


to speed up work 





pit alongside. Method 


boundary line; remove the telegraph and telephone wires 
after laying temporary cables along the main lines; take down 
the telegraph poles and re-erect them with the wires within 
the new boundary; and re-erect the old fencing or replace it 
with new materials where necessary. The site was then clear 
to begin the earthworks and bridge widenings and prepare 
the formation for the new tracks. Having done this by 
excavating cuttings and forming embankments, the subse- 
quent operations were to lay the permanent way directly on 
the new formation; unload trains of ashes for ballasting 
(this was effected from the new lines so as to avoid occupa- 
tion of the existing main lines); lift the tracks through the 
ashes to proper levels and alignments; and roll them with 
heavy locomotives. After the Divisional Engineer had 
inspected and passed the new lines as fit for service, they 
were handed over to the Traffic Department. Where addi- 
tional signal boxes were required, their construction by the 
contractors proceeded at the same time as the other works, 
and each was ready for operation when the new lines were 
complete for handing over. 


Works on Section L 
Excluding the  per- 
manent way, the works 
on section L were much 
simpler than on M. Some 
28,000 cu. yd. of earth- 
work, mostly in embank- 
ment, were obtained 
almost entirely from 
borrow pits on each side 
of the railway. These pits 
varied betwen 10 and 
38 ft. in width, with an 
average depth of 4 ft. in 
clay. The presence of 
peat beneath the clay 
governed the width of the 
borrow pits, as peat could 
not be used to form the 
embankments. The bucket 
of the drag-line excavator 
cutting the borrow pits 
was used to ram and 
consolidate the embank- 
ments as much as possible 
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as the work progressed, and, having regard to the speed with 
which the work was carried out, it is remarkable how well the 
new lines are carrying a very large volume of traffic without 
appreciable subsidence. 

Other works on this section included the widening of three 
small underbridges, and the provision of an addition*| span 
in steel and concrete, with a steel trestle pier rep! cing a 
masonry abutment and wing walls to an important over. 
bridge carrying a main road. The works also involved 
additional spans in steel and concrete to two occupation road 
overbridges; extensions of culverts and drainage; construction 
of a brick retaining wall; widening of level crossings and 
raising of road approaches thereto; demolition of two cot- 
tages; demolition and reconstruction of two signal boxes; 
removal of a ground frame; and demolition and reconstruc- 
tion of station buildings and platform shelters. 

The construction of a 5-ft. drain sewer at one end of the 
section under the main and loop lines and sidings was carried 
out by the local authority at the same time and this work 
necessitated a temporary speed reduction for all traffic. 
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Works on Section M 


On section M, the works were much heavier. No borrow 
pit excavation was necessary for forming embankments. 
41,000 cu. yd. of excavation in cuttings were removed by 
excavating machines, and blasting was resorted to where 
hard rock was encountered. The presence of water troughs in 
the main lines limited the extent to which blasting opera- 
tions could be applied, and the removal of rock by other 
means naturally retarded the rate of progress. Excavated 
material was transported by dumpers, lorries, and skip 
wagons on jubilee track to form embankments, and, where 
the lead from cuttings was too long, filling was brought in by 
rail and unloaded alongside the existing tracks to widen 
the embankments. In one instance, where garden property 
would otherwise have been affected seriously, the widening 
was effected by means of a dry stone retaining wall. The 
considerable surplus of 25,000 cu. yd. of excavation was 
disposed of by the simple expedient of dumping it on top of 
the cuttings from which the material was removed, and the 
heaps so formed were levelled off by hand and trimmed to 
present a tidy appearance on completion. 

Drainage was a heavy item among the incidental works. 
Most of it was excavated in rock, and in the two main cut- 
tings the existing system of drainage was completely 
remodelled. The opportunity was taken at one station to 
convert the platforms into island platforms by the construc- 
tion of platform walls on the side of the loops. Retaining 
walls were necessary here in any case, and the conversion 
of the goods loop into passenger relief lines at some future 
date was considered to be possible. New shelters have been 
built on the platforms, and the station buildings thereon 
have been demolished. New station buildings, with modern 
conveniences, have been constructed on an adjoining site. 
One signal box has been demolished and a new one built on 
another site, a second has been lengthened, and a third— 
which became redundant—has been removed. 

Among other works were the diversion of two roads and 
the construction of an entirely new road occasioned by the 
closing of public and occupation road level crossings; the 
widening of four public road overbridges and an occupation 
road overbridge; the demolition of one overbridge; the widen- 
ing of the underbridges; and the demolition of two cottages. 
An order issued by the Government enabled the company 
to close all the public road overbridges at the same time. 
Traffic was diverted to level crossings, and special arrange- 
ments were made to protect the public where the gates were 
not operated from signal boxes. Two of the widened bridges 
consisted of cast-iron girders and Barlow rails over the main 
lines. The additional spans are of reinforced concrete, and 
precast units were used in one case. The other, where the 
width is only 5 ft., was cast on the site. The other three 
overbridges are built of masonry, with elliptical arches over 
the main lines. The additiona! openings for the loops have 
mass concrete segmental arches of 15 ft. 6 in. span. Brick- 
faced concrete was used for converting the original abut- 
ments into piers and for the new abutments. The spandrels 
and parapets have been built in brickwork. It was decided 
not to construct the new abutments and piers in trench and, 
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Two new side spans extending existing bridge over new loop lines 


as it was known that the elliptical arches would be strained 
severely unless effectively supported, heavy timbering was 
employed to prevent distortion or collapse. 

Permanent Way 

The permanent way consisted of second-hand 95 Ib. or 
‘00 '’ section plain line on second-hand sleepers with new 
keys. For the crossing work the connections were manufac- 
tured from new or second-hand rails, depending upon the 
position in which they would be laid. They were ordered 
from plans prepared by the Resident and Divisional Engi- 
neers, except in one case at the beginning of the contract 
where the work was so great that the layout was prepared 
and timbered -in the Chief Engineer’s office. This work was 
particularly heavy to carry out, and involved close co-opera- 
tion with the Traffic, Goods, and Signal Departments. 

In all, 21 new connections, including diamonds, single and 
double compounds as well as simple turnouts, required five 
consecutive Sundays for laying in. About an equal number 
of connections were taken up, loaded into wagons, and 
removed from the site during the week after their displace- 
ment. Much plain line work was also involved, since, not 


only were the new loops to be introduced, but the Up Main 
was slued from its original position to become the Up Loop, 
the Down Main was similarly converted into the Up Main 
and the new Down Main was laid with new materials on a 
new centre line. At the same time the old signal box was 
disconnected and demolished to make way for the Up Loop 
and the new signal box brought into operation. 

This work was carried out during the month of October 
last, when the hours of daylight were few, and, concurrently 
with it, two Sunday occupations were needed for heavy 
crossing work alterations at the other end of the quadrupling, 
where the old signal box was removed to make way for the 
Up Loop, and a new box was brought into operation. 

The contracting firm, Sir Robert McAlpine & Sons, 
deserves great credit for the manner in which it used its 
organisation to the full in carrying out the work and enabling 
the loops to be opened in record time. 

A brief description of the work was contributed to the 
Great Western Railway Magazine by the Resident Engineer, 
and to this we are indebted for our information and 
illustrations. 








BRITISH STANDARD SPECIFICATION FOR RaiLway ROLLING 
Stock MATERIAL (B.S. No. 24, 1942).—These specifications were 
last reviewed in 1928. At the outbreak of war a further revision 
was in an advanced stage but the completion of the work was held 
in abeyance. Reprints of these specifications have now become 
necessary and it was decided to complete the work with the exception 


of Part 5. Parts 1 to 6 are now completed as follow: Part 1, axles ; 
Part 2, tyres; Part 3, springs and spring steel; Part 4, steel forg- 


ings, blooms & castings ; Part 5 ,not completed ; Part 6, steel plates. 

Part 1, for axles, has not been altered to any major extent. 
The electric process is now included and a new clause has been added 
to each of the specifications for axles to ensure that sufficient discard 
ismade from each ingot to ensure freedom from piping and harmful 
defects. The clauses on additional tests before rejection and fracture 
of the test piece outside the ‘‘ Middlehalf ’’ have been reworded so 
asto make the intention more clear. The test pieces used have been 
brought into line with the revised list of standard test pieces in- 
cluded in B.S. 18. 

Part 2. Tyres—The modifications are not extensive. The 
standard methods for tyre fastening has been included. Provision 
has been made for the inclusion of steel made by the electric process 
and the tensile strength of class ‘‘ C’’ tyres has been increased slightly. 

Part 3. Springs & Spring Steel.—New specifications for silico 
manganese, laminated springs and volute springs have been included 
and also for silico-manganese steel for making these springs. The 
dlauses in the existing specifications have all been modified and the 
specification in general brought up to date. 

Part 4. Specifications for forgings and blooms have not been 
altered to any major degree. Class A forgings can now be obtained 


in acid bessemer steel. The alterations to the specification for 
steel castings are more extensive. A new clause has been added 
and other clauses modified: Castings with wearing surfaces are 
now of one grade only, having a minimum of 35 tons per sq. in. 
and a minimum elongation of 15 per cent. The test clauses have 
been re-drafted. 

Part 6. Steel Plates, Sections, Bars & Rivets.—Opportunity has 
been taken to include in the specification for boiler steel a special 
quality for the steel plates for fireboxes previously issued in an 
addendum slip as a separate specification. In all the specifications 
a new grade of material for cold drawn wire for making rivets 
under 4 in. diameter has been added. 

Copies of No. 24, Parts 1, 2, 3, 4, and 6 may be obtained from 
the British Standards Institution, 28, Victoria Street, Westminster, 
S.W.1., price 2s. 3d. each part (nost free). 

L.M.S.R. SatvaGE Resutts.—The salvage target set for the 
years 1940/41 has been achieved in the case of three commodities, 


and, as will be seen from the following table, two others have been 
missed by very small amounts :— 


Target Collected Variation 

Tons Tons Tons 
Paper... rae ihe so = 6,000 6,340 340 
Timber ... Mes os het oe 1,700 1,768 68 

Units Units Units 
Bottles ... a sie ne 300,000 368,698 68,698 
Metal... ie ~ a son 9,000 8,474 526 
Rope, string, uniform, and sacking ... 1,000 973 27 






































































L.N.E.R. RAIL-MOUNTED 
TRAILER PUMPS 


(See page 405) 


Right: One of the Sigmund 
trailer pumps of 350 to 500 gal. 
a min. capacity recently secured 
by the L.N.E.R. for maintaining 
water supply for locomotive sheds 
in the event of the main supply 
being interrupted by enemy action 
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British Railways and 
the War—105 


Left: An impressive view of a 

lengthy train made up of crates of 

supplies for Russia leaving the 
London area 


Above and left : Two views show 
ing the method of housing and 
unloading the trailer-type fir 
pump from a converted carriage 
truck fitted with both automatic 
vacuum and Westinghouse brakes 
so that it can be attached 
passenger trains 
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RAILWAY 


PERSONAL 


L.M.S.R. APPOINTMENTS 


The following appointments, which are 
additional to those given in our last week’s 
issue, have been approved by the directors 
of the L.M.S.R.: 

Mr. H. G. N. Read, Assistant (Road & 
\ir Transport & General), Chief Commercial 
Manager’s Department, to be Assistant to 
Chief Commercial Manager (Passenger), vice 

ynstone. 

F, E. Bailey, Assistant (Sales), Chief 
Commercial Manager’s Department, to be 
\ssistant (Claims), Chief Commercial 
Manager’s Department. 

Mr. J. W. Kerr, Assistant to 
Registrar Secretary’s Department, 
to be Registrar, vice G. Mottashaw, 
retired. 

Mr. W. H. Best, Assistant to 
District Engineer, Northampton, 
tobe Assistant to District Engineer, 
Liverpool, vice C. J. Chaplin, 
promoted. 

i 4 Jackson, Goods Agent, 

lale, to be Goods Agent, Old- 
ham Road, vice J. E. Rigby, 
promoted. 

' Mr. H. A. Sharp, Goods Agent, 
Longton, to be Goods Agent, Han- 
ley, vice W. O. Roberts, retiring. 

‘Mr. T. C. Kendrick, Joint Goods 
\sent, Macclesfield (L.M.S.R. and 
L.N.E.R.), to be Goods Agent, 
Longton, vice H. A. Sharp. 

Mr. H. F. Cox, District Goods 
Manager’s Office, Manchester, to be 
Joint Goods Agent, Macclesfield 
L.M.S.R. and L.N.E.R.), vice 
T. C. Kendrick. 

Mr. H. Frost, Chief Clerk, Walsall, 
to be Goods Agent, Tipton, vice 
W. P. B. Bowater, retiring. 

Mr. J. Morgan, Stationmaster, 
Halifax, to be  stationmaster, 
Stafford (also supervises L.N.E.R. 
Passenger Department’s interests, 
Stafford Town & Stafford Common 
Stations), vice W. H. Phillips, 
retiring. 

Mr. H. J. Williams, Assistant 
Stationmaster, Preston, to be 
Stationmaster, Southend & Southend 
East Stations, vice R. A. Buckler, 
promoted. 

Mr. J. R. R. Pedley, Signal & 
Telegraph Inspector, Miles Platting, 
to be Area Technical Assistant, 
Manchester (Victoria), vice H. Jones, retiring. 

Mr. A. F. W. Williams, District Foreman, 
Carriage & Wagon Department, Stoke, to 
be District Foreman, Carriage & Wagon, 
Longsight, vice O. C. Johnson, deceased. 


Captain the Rt. Hon. David Margesson, 
P.C., M.C., has joined the board of the 
General Electric Co. Ltd. 


Mrs. Frank Potter, widow of Mr. Frank 
Potter, a former General Manager of the 
Great Western Railway, who died in 1919, 
has not long survived the death of her 
eldest son, Mr. Frank Rowe Yotter (Super- 
intendent of the Line, G.W.R., from 1936 
to 1940), who died on January 23 last. 
Mrs. Frank Potter, who was in her 89th 
= passed away peacefully on Sunday 
ast. 
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NEWS 


Mr. Augustus Percival Reynolds who, 
as recorded in our issue of February 27, 
has been appointed by the Government of 
Eire to be Chairman of the Great 
Southern Railways Company, with virtu- 
ally unlimited powers of control over the 
rail and road transport system operated 
by that company throughout Eire, re- 
tains his position as Managing Director of 
the Dublin United Transport Co. Ltd. 
Mr. Reynolds, who is an accountant by 
profession, was born in 1895, and was 
educated by the Christian Brothers at 
O’Connell Schools, Dublin, and joined the 
firm of Messrs. John R. Reynolds & Com- 


Mr. A. P. Reynolds 


Appointed Chairman, Great Southern Railways (I‘ire) 


pany; he later became senior partner in 
the firm of Messrs. Reynolds, McCarron & 
Company. He was interested in road and 
air transport and became Managing Direc- 
tor of the General Omnibus Co. Ltd., the 
largest of the indevendent Dublin bus 
concerns which were acauired when a 
monopoly of passenger transport in the 
City was granted to the Dublin United 
Tramways Co. (1896) Ltd., now the 
Dublin United Transport Co. Ltd. In 
1936 he was appointed General Manager 
of the tramways company and became 
Managing Director of the Dublin United 
Transport Co. Ltd. in 1941. He was a 
member of the Government Advisory 
Committee on Aviation and was associated 
closely with the establishment of the first 
regular air services between Ireland and 
England. He was a Director of Aer 
Lingus Teoranta (Irish Air Lines) and 
other companies. Mr. Reynolds is a 


SECTION 


Governor of Jervis Street Hospital and a 
Director of the Guild of Goodwill, which 
was formed last year to meet wartime 
difficulties by the production and distri- 
bution of food and fuel on a non-profit 
basis. He is well known on the Irish Turf 
and his horse Sol Oriens won the Irish 
Derby last year. He is also interested in 
contemporary Irish art and has a notable 
collection of pictures. 


INDIAN Raitway STAFF CHANGES 
Mr. H. N. Sahgal, Officiating Chief 
Engineer, E.B.R., has been granted 18 
days’ leave preparatory to retire- 
ment as from November 3, 1941. 

Mr. K. J. McNeill has _ been 
appointed to officiate as Chief 
Traffic Manager, G.I.P.R., as from 
September 25, 1941. 

Dr. S. C. Chatterjee, Chief 
Medical & Health Officer, N.W.R., 
has been granted two years’ leave 
preparatory to retirement, as from 
December 3, 1941. 

Dr. E. Haworth has been ap- 
pointed to officiate as Chief Medical 
& Health Officer, N.W.R., in place 
of Dr. Chatterjee. 

Mr. R. W. Taylor has been con- 
firmed as Chief Engineer, E.B.R. 

Mr. C. E. Dickins has been con- 
firmed as Signal Engineer, E.B.R. 

Mr. E. B. N. Taylor has been 
confirmed as Chief Engineer, 
N.W.R., in a provisionally _ per- 
manent capacity. but his services 
remain at the disposal of the 
Defence Department. 

Mr. K. C. Bakhle has been 
appointed to officiate as Deputy 
Chief Engineer, Maintenance, 
G.1.P.R., as from October 27, 
1941. 

Mr. K. B. Ray has been ap- 
pointed to officiate as Deputy Chief 
Engineer, E.B.R., as from Novem- 
ber 4, 1941. 

Mr. R. Mair, M.C., has been con- 
firmed as Chief Engineer, E.I.R 

Mr. R. E. Marriott, V.D., has 
been confirmed as General Manager, 
E.1.R. 


Mr. P. J. Floyd, Traffic Manager, 


Great Southern Railways, whose 
retirement was recorded in our 
February 20 issue, on March 9 
was presented with an inscribed 
gold watch by his colleagues. Mr. Floyd, 
who was 71 in January, was in the railway 
service for 51 years. 

Mr. H. Stewart Coe, Secretary of the 
Great Southern Railways (Eire) who, as 
recorded in our February 20 issue, has 
retired under the age-limit set by the com- 
pany at a recent meeting, joined the service 
of the Great Southern & Western Railway 
in 1887. He served for eight years in the 
audit office, until he was selected for a 
vacancy in the Secretary’s office. In 1901 
Mr. Coe was made Confidential Assistant 
to Sir William Goulding (Chairman) and, 
in 1919 was appointed Chief Clerk in the 
Secretary's office. On the amalgamation 
of the Free State Railways, Mr. Coe con- 
tinued in the same capacity with the new 
company and was appointed Secretary to 
the company in May, 1928. Mir. Coe was 
one of the promoters of the Railway & 





Mr. H. Stewart Coe 


Secretary, Great Southern Railways, Eire, 
1928-1942 


Steampacket Union, of which he was 
General Secretary until 1919 when he retired 
because ot pressure of business. In 1930 
he was made a Peace Commissioner in the 
County of the City of Dublin and bordering 
counties. Mr. Coe has been an all-round 
sportsman; he achieved distinction as a 
Rugby football player, as a swimmer, and 
at cricket. He was also well-known on 
concert platforms and in 1909 won the Gold 
Medal in Ireland tor bass solo singing in 
the Feis Ceoil, 


[he appointment of Dr. H. L. Guy, 


F.R.S., M.I.Mech.E., as Secretary of the 
Institution of Mechanical Engineers to 
take effect as from March, 1942, was 
announced by Mr. W. A. Stanier, Past 
President, at the general meeting of the 
Institution on October 24, 1941. Dr. 
Guy entered upon his new duties on Mon- 
day last, March 16, in which he succeeds 
Mr. .. E. Montgomrey, B.Sc., 
M.I.Mech.E., the retiring Secretary, who 
has agreed to continue to give certain ser- 
vices to the institution. 


Mr. John Williams, who, as we recorded 
in our March 6 issue, has been appointed 
Chief Accountant, South African Railways 
& Harbours, was born in Uitenhage and 
educated in Australia and South Africa. 
He spent three years in the National Bank 
Orange Free State Limited, and in July, 
1900, joined the old Imperial Military 
Railways in Johannesburg and the whole 
of his service, with the exception of two 
years during which he held the appointment 
of General Secretary of the Sick Fund, has 
been spent in accounting spheres. He 
acquired much general railway experience 
whilst serving in the capacities of revenue 
and expenditure auditor, before becoming 
Local Accountant at Kimberley in 1932, 
and with that rank he was subsequently 
stationed at Port Elizabeth and Johannes- 
burg. Mr. Williams was appointed General 
Secretary, Sick Fund, before his promotion 
in 1938 to Revenue Accountant, Head- 
quarters, and advanced to Expenditure 
Accountant shortly afterwards. In Octo- 
ber, 1941, Mr. Williams took up duty as 
acting Chief Accountant. Mr. Williams 
has served on many important committees 
including the Tender Board, Superannua- 
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Mr. John Williams 


Appointed Chief Accountant, 
South African Railways & Harbours 


tion Fund Committee, Sick Fund Boards, 
and Charitable Fund Committee. 


Mr. William A. Foster Graham, Deputy 
Traffic Manager, Great Northern Railway 
(Ireland), whose death on February 7 we 
recorded in our February 20 issue, began his 
career in the Secretary’s Office of the com- 
pany in 1912. In 1919 he was made 
Confidential Clerk to the Secretary & 
Assistant General Manager, and gained 
much valuable experience in collating infor- 
mation for the Standing Committee of 
General Managers of the Irish Railways, 
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Vr. W. Foster Graham 


Deputy Traffic Manager, G.N.R.(I 
1940-42 


set up in 1920. Mr. Graham was appointed 
Chief Clerk to the General Manager in 
July, 1926, and for the next thirteen years 
he was closely associated with wage negotia- 
tions and acted for the company He 
assisted in the preparation of the evidence 
on behalf of the railways for the com- 
mittee set up by the Governments of Eire 
and Northern Ireland to enquire into the 
position of public transport. In March, 
1939, Mr. Graham was appointed Assistant 
to the General Manager which position he 
vacated in October, 1940, to take up that 
of Deputy Traffic Manager. 


Sir John Laurie, Lord Mayor of London, who uses buses and underground 
trains whenever possible in preference to his car, to assist in saving petrol. is 
shown second from right, in an Underground train. See p.357, March 13 tssue 
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TRANSPORT SERVICES AND THE WAR—132 


The road safety campaign—L.N.E.R. train service reductions—The military 
highway to Alaska—Gauge conversion in Norway—Free French African Airlines 


The Minister of Health has issued a reminder to the parents of 
evacuated children that they should not bring them home for the 
Easter holidays. Children in reception areas should stay where 
they are until the Government says it is safe to return. The 
particular reasons at Easter are provided by considerations of both 
safety and transport. 


Civilian Air Raid Casualties in February 
The Ministry of Home Security has announced the following 
figures of civilian casualties due to air raids on the United Kingdom 
juring the month of February :— 
Killed (or missing and believed killed) .. os wd 22 
Injured and detained in hospital .. oe oa re 21 
Details are as follow :— 
Men Women Under 16 
14 4 


Killed (or missing, believed killed). . a 
Injured and detained in hospital ns 12 5 4 


L.N.E.R. Rail-Mounted Trailer Pumps 

The L.N.E.R. has recently purchased some Sigmund trailer 
pumps of the 350 to 500 gal. a minute type and placed these at the 
disposal of the Locomotive Running Departments. Although 
similar to the usual trailer-type fire pump, the primary use to which 
these will be put is in maintaining an adequate supply of water for 
locomotive sheds in the event of the main supply being interrupted 
by enemy action. One of these units is shown in two illustrations 
at page 402. It will be seen that the pump is housed in a converted 
carriage truck. This is fitted with both automatic vacuum and 
Westinghouse brakes so that it can be attached to passenger trains. 
The equipment carried by the vehicle includes 64 ft. of suction hose, 
900 ft. of delivery house and the usual stand pipes, branches, 
nozzles, etc., for use when the pump is required for fire purposes 
purely and simply. Also carried is a 250-gal. capacity canvas 
reservoir. The loading and unloading is effected by means of an 
ingeniously improvised crane attached to the floor of the truck. A 
single sling with short beam and double leg chain at each end is 
attached to shackles specially placed on the pump to ensure a 
balanced lift when it is required to be raised from the truck and 
lowered to the ground or vice versa. Two steel containers, carrying 
40 gal. of petrol are carried as an emergency supply. The special 
advantages of this type of transport are :— 

1. The pump is always available for immediate despatch either 
by attaching to a passenger train or for running as a special. 

2. It can be brought right up to the scene of any lineside fire or 
alongside such pumping stations as are not accessible to the road. 


3. The unit is housed 
along with its complete RAILWAYS can run 
equipment, thus obviating 
the risk of any essential many more urgently wanted 
accessory being left behind. 

It is in the charge of one TR 
man, who rte with it GOODS AINS 
everywhere and is respon- f 
sible for its equipment and if we all travel 
operation. The _ several 
tests that have been made ONLY WHEN WE MUST. 
have proved that it is 
capable of meeting the 
severest demands that So- 


may be made upon it. 
ASK YOURSELF BEFORE 


The Tilling Group 


Road Safety Campaign YOU BUY YOUR TICKET- 
We have already made 
reference on more than 


one occasion to the cam- 
paign in support of the iS YOUR JOURNEY 
Ministry of War Trans- 
port’s Road Safety Cam- 


pie eee §6©6ABSOLUTELY 


Group of Companies after 


very serious reflection on 

the increasing number of NECESSARY é 

road casualties. The cam- 25 

»aign in the national press 

as launched on seen, The latest R.E.C. poster 
January 18, as recorded 

at page 173 of our January 30 issue, and since then we have reproduced 
a number of the excellent Fougasse illustrations which form the 
basis of the simple and striking designs. In addition to being placed 
in the national press, the advertisements are being inserted (under 
the name of the appropriate local company in the Tilling Group) in 
provincial newspapers. 

Posters 20 in. by 30 in. have been displayed in and around the 
premises of the individual companies, and 6 in. by 20 in. posters 
have been placed inside the vehicles operated by bus companies who 
are members of Tilling’s Association. Moreover, 15 in. by 10 in. 
cards have been distributed to hotels, clubs, restaurants, shops, 


Rbthares your buns fou wmarg ht have. 

gome wp, Uo hagut —___ . Se 

Whale alent Uwestiog Be mmennt 
hagut gone wp 


“ 
iw Warn Savings Certificates ? 


SUED IN SURFOMES OF THE MOOSTRY OF WAA TRANSPURIS ROAD SAPETY CAMPION RY 
TIO, TUAING CRON ® OF CORIPAAORS 


Three of the Tilling Group “ Fougasse” posters ; two in support of the Ministry of War Transport’s Road Safety 
Campaign, and one in support of the national War Savings movement 
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and offices, and educational, A.R.P., and Army centres, all over the 
country. The full set of Fougasse designs numbers ten, of which 
three are reproduced herewith. In addition, there is one issued 
in support of the National War Savings Movement. 


L.N.E.R. Train Service Reductions 

From Monday, March 16, thirty further trains have been 
withdrawn on the L.N.E.R. Some of these are local trains 
between Leeds and Bradford, Castleford, and Wakefield, and 
between Lincoln, Retford, and Sheffield, but one or two main-line 
services are affected. These include the 4 p.m. from King’s Cross 
to Leeds, which no longer has a connection for York, and the 
9 p.m. from York to Newcastle (the 5 p.m. from Liverpool), 
which is cancelled; the 5.30 p.m. from King’s Cross to New- 
castle stops additionally at Doncaster, Thirsk, Northallerton, 
and Ferryhill, and reaches Newcastle at 12.5 a.m. instead of 
11.13 p.m. The 7.50 a.m. from Leeds to London reaches King’s 
Cross at 12.35 instead of 12.20 p.m., and the relieving 7.20 a.m. 
from Bradford to King’s Cross on Mondays is no longer run; the 
Bradford portion is combined with the Leeds train as on other 
weekdays. The 10.26 a.m. from Liverpool Street to Clacton-on- 
Sea and the 3.18 p.m. from Clacton to Liverpool Street are 
cancelled as between London and Colchester. 


Newspapers and Transport 

The decision reached recently that newspaper proprietors should 
reduce their consumption of paper by 10 per cent. has resulted in 
over 1,500,000 fewer copies of daily and evening newspapers being 
offered for sale every day in this country from Monday last, 
March 16. The reduction is one of a series which has been made 
voluntarily since the outbreak of war; the effect of this has been 
that the consumption of newsprint in this country is now approxi- 
mately 4,356 tons a week, as compared with 23,000 tons a week 
before the war. The newspaper industry is one in which practically 
the whole of both its raw materials and its finished products involves 
transport, and the figures now given of the reduction in consumption 
of newsprint give some guide as to the reduced calls it is making 
on the transport system at the present time. 


More London Buses to have Ticket Boxes 

As a result of the issue of the new waste paper Order, under which 
(from March 9) it is an offence to throw bus tickets away, the 
London Passenger Transport Board is to co-operate with the Ministry 
of Supply by arranging that buses which have not been equipped 
with waste ticket boxes will have them as quickly as possible. 
New notices are being put up in buses, drawing attention to the 
waste paper Order. Doubtless conductors will assist by enjoining 
passengers not to throw away their tickets on the floor of the bus or 
in the street. An official of the London Passenger Transport Board 
has stated that in peacetime it was nothing unusual to find, at the end 
of the day, a ticket box with only a few tickets init. Since the new 
Order came into force, passengers are being more careful and putting 
their tickets in the boxes or on the seats. 


U.S.A. Passenger Fares Increase 
The Interstate Commerce Commission on January 21 granted 
authority to the railways and certain water carriers to increase 
their passenger fares approximately 10 per cent. on 10 days’ 
notice. The increase does not apply to special fares for the 
Forces applicable for travel on particular trains. The decision 
was given with unusual speed for a major rate case. 


First War Casualty of U.S.A. Railway-Owned Ship 

The loss of the City of Atlanta off Cape Hatteras, N.C., on 
January 19, by an enemy submarine, is the first case of 
loss of railway-owned property in the U.S.A. since that 
country’s entry into the war. The City of Atlanta, which 
was of 5,269 gross tons and built in 1904, was operated 
by the Ocean Steamship Company of Savannah, Ga., a subsidiary 
of the Central of Georgia Railroad, and ran on coastwise service 
between New York and Savannah. Until a year ago passengers 
as well as freight were carried, but this was discontinued after the 
U.S. Government reduced the company’s fleet by requisitioning. 


The Military Highway to Alaska 

In accordance with an agreement between the U.S.A. and 
Canada, reached on March 6, United States Army engineers have 
begun the construction of a military highway through Canada 
to Alaska. It will extend from Edmonton (Alberta), through 
Fort St. John and Fort Nelson (British Columbia), and White 
Horse (Yukon Territory), to Fairbanks (Alaska), a distance of 
some 1,200 miles. At Fairbanks it will link up with an existing 
950-mile network of roads to the Pacific -Ocean. In all there are 
some 2,400 miles of roads in Alaska, based on Fairbanks. 


Daylight Saving Abroad 
_President Roosevelt on January 20 signed the daylight-saving 
bill which advanced standard time by one hour for the duration 
of the war and for six months thereafter. The law became 
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effective 20 days after the enactment and U.S.A. daylig! t-saving 
time began at 2 a.m. on February 9. 

Summer time (i.e. three hours in advance of Greenwich 
Mean Time) is to be introduced in Cyprus at midnight, G.M.T. 
on March 21, and will continue until midnight, G.M.T_ 
October 31. 


Wartime Traffic on the Rhodesia Railways 


The system of the Rhodesia Railways Limited, in common with 
important railway systems in most parts of the Empire, are, of 
course, handling very heavy traffics, and in fact all records were 
beaten for the year ended September 30, last. The Rhodesia Raijj- 
ways are increasingly busy on munitions of various kinds, including 
practice bombs for the Royal Air Force Training Scheme in Rhodesia, 
There is an increasing demand too, for aircraft engine spares, ip 
the provision of which a good deal of successful improvisation has 
been achieved. 


The Rail Link between Turkey and Bulgaria 

The Greek section of the main line to Istanbul, from Svilengraq 
on the Bulgarian frontier to Pithion on the Turkish frontier, was 
put out of action by the Greek Forces when Germany attacked 
that country, by the thorough destruction of the Maritza and Arda 
bridges. Reconstruction has since been undertaken under German 
supervision and with material supplied by Germany, and it has been 
reported that the Germans have concluded an agreement with the 
Turkish State Railways whereby the latter will operate this section 
provisionally, until such time as other arrangements are made 
The agreement is stated to have been concluded to facilitate rail 
communication with Adrianople (Edirne). This town is Turkish, 
and the branch line into Adrianople from the Pithion-Svilengrad 
line is wholly in Turkish territory, but most of the main line runs 
on the Greek side of the frontier. The Maritza bridge, on the Turkish 
border is stated to have been restored by January 15, when traffic 
between Turkey and Thrace was expected to be resumed, but (as 
reported at page 247 of our February 13 issue) a Vichy message of 
January 16 said that a sudden thaw had carried away the bridge, 
delaying the opening once again. The bridge across the Arda, the 
river on which Adrianople stands, was scheduled for opening on 
February 15, when traffic between Istanbul and Adrianople and 
Bulgaria was to be resumed. Confirmation of this opening is not 
to hand, but, in any event, it must be limited for the present to the 
Bulgarian connection, as the line to Istanbul also crosses the Maritza 
bridge. Earlier reference to these sections of line was made at 
pages 511-12 of THE Raitway GazETTE for November 14, 1941. 


Gauge Conversion in Norway 

Further information has now come to hand about the conversion 
from 3 ft. 6 in. to standard gauge of the entire length of line between 
Hamar and Storen, via Roros, a distance of 384 km. (239 miles) 
At page 628 of our issue of December 12 last, we recorded that 
services over the reconstructed final section, the 263 km. (163 miles) 
between Koppang and Stéren, were resumed on August 5, subject to 
temporary load and speed restrictions. It is now learned that all 
works on sidings and so forth were completed by the end of last 
year, and that the total cost of the conversion amounted to 
Kroner 32,000,000, or approximately half the cost of the original 
construction of the line. Traffic capacity between Oslo and Trond- 
heim has thus been increased considerably since the German occupa- 
tion of Norway, as the Hamar-Roros-Stéren railway provides a 
useful alternative to the single track section of 375 km. (233 miles) 
between Hamar and Stoéren, via Dombas. 


Free French African Airlines 

At present there are regular Free French air liners on many 
routes on the African continent. When the organisation was 
begun, there were no aircraft to spare, so the machines used were 
captured from the Axis Powers. After months of combating 
severe difficulties, including acute shortages of personnel and equip- 
ment, Free French African Airlines now operate regularly on the 
following routes :— 


Beirut (Syria) to Brazzaville (Free French Equatorial Africa), twice a month, a round 
trip of more than 8,000 miles. 

Beirut to Cairo, once a week, a round trip of 800 miles., 

Brazzaville—Pointe Noire—Libreville—Douala (all within Free French Africa). 

Lagos (Nigeria)—Douala (Cameroons)—Fort Lamy (Chad). 


Pilots on these lines previously fought with the Free French in 


Libya, Eritrea, and Abyssinia. Today their aircraft carry priority 
passengers and urgent air mail. These air lines were begun with 
two Bloch 120s found in Africa when the French Equatorial colonies 
rallied to de Gaulle, a few old-model Farmans and Dewoitines, 4 
German Junkers captured at Damascus, and an Italian Cant seized 
at Beirut during the Syrian campaign. Two half-burned Dewoitines 
found on the airfield of Aleppo represented all the spare parts with 
which the Free French African Airlines were originally provided. 
Latterly, new planes have been flown from Great Britain or bought 
in the U.S.A. 
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GREAT WESTERN 


THE RAILWAY GAZETTE 


RAILWAY COMPANY 


Tribute to Lord Cadman—Changes among officers—Revised financial agreement with 
Government—National considerations—Standard revenue rights safeguarded—Fine 
work of the staff—Explanation of scheme for acquiring Thos. Cook & Son Ltd.— 


Post war problems 


meeting of the Great Western Railway 
Company was held at the Great Western Royal Hotel, Paddington 
Station, London, W.2, on March 11. Sir Charles J. Hambro, 
K.B.E., M.C., Chairman of the Company, presided. 

The Secretary (Mr. F. R. E. Davis), having read the notice 

nvening the meeting, 

The Chairman said: My Lords, ladies and gentlemen, before 
[| deal with the annual report and accounts, I have to record with 
sreat regret the death in May last of the Rt. Hon. Lord Cadman, 
¢.C.M.G., who for ten years was a member of the board. His 
wise counsels and able leadership were an inspiration to us at all 
times, and his death has deprived the country of the services of 
, notable figure in industry and commerce. In his place we have 
appointed the Rt. Hon. Lord Somers, K.C.M.G., D.S.O., M.C., 
, Director of the company. In addition to his experience in public 
fairs and his territorial association with our system, Lord Somers 
swell known to you for his keenness in staff welfare matters and 
his assistance in this direction will be of great value to the company. 
The directors share the regret which I know will be felt by the 
proprietors at the death of Sir W. Edgar Horne, Bt., who served 
nour Audit Committee for 13 years. To fill the vacancy on his 
leath, Mr. W. M. Codrington has been nominated for election. 
Mr. Codrington has had considerable experience of railway adminis- 
tration both at home and abroad, and is associated with important 
usiness undertakings in London. 


Administrative Changes 

There have also been changes in our administration during the 
past vear to which I would like to refer. Mr. C. B. Collett, O.B.E., 
ur Chief Mechanical Engineer since 1922, has retired after a long 
period of service with the company, during which time he rendered 
nmspicuous service to us, and his name will always be associated 
both in your minds and ours with the design and development of 
the now famous ‘“‘ Castle’ and ‘‘ King ’”’ class engines. He carries 
with him our best wishes in his well-earned retirement, and has 
by Mr. F. W. Hawksworth, then Assistant to the 
hief Mechanical Engineer. We suffered an untimely loss by the 
idden death in August last of Mr. C. H. Whitelegge, our Solicitor 
& Parliamentary Agent, who had only succeeded Mr. A. G. Hubbard 
nthe previous year. Mr. Whitelegge was a young man, and by 
is death we have lost an experienced and talented officer, who 
rthily upheld the traditions of the Brunel family, of which he 
asa member. With the concurrence of the London & North 
astern Railway Company, it has been arranged that Mr. I. 
uchanan Pritchard, the Chief Legal Adviser of that company, 
ill also act in a similar capacity for the Great Western Railway 
ompany, and Mr. P. W. Pine has been appointed to succeed 
Mr. Whitelegge as the company’s Solicitor. 


The annual general 


een succeeded 


Accounts for the Past Year 
With regard to the accounts which are now before you, they 
>in the abbreviated form sanctioned by the Ministry of War 
ransport and there are only a few features to which I need to 
make special reference. The net revenue for the year amounted 
6,931,767, of which £6,670,603 is our fixed annual payment 
mder the revised financial arrangement with H.M. Government, 
which I shall refer later. The balance of £261,164 represents, 
subject to minor adjustments, the net income from sources not 
ming within the scope of the fixed payment. The balance brought 
tward from last year amounted to £289, 129 and after allowing 
tan appropriation of £250,000 to the Contingency Fund, it is 
proposed that a dividend of £2 10s. be paid on the consolidated 
tdinary stock for the half-year to December 31 last, making in all 
{4 per cent. for the year. In present circumstances with so many 
incertainties in regard to the future we thought it prudent to make 
‘us allocation of £250,000 to the contingency fund which now 
‘mounts to £4,069,095. This is a free reserve and is of course 
Wailable to meet any abnormal position that may arise in the future. 


The Balance Sheet 
The item in respect of superannuation and provident funds in the 
Balance Sheet shows an increase of £7,710,005 over the previous 
ar, but this increase is largely a “book- keeping transaction as 
ie reserve for superannuation and pensions has declined by 
1,184,719. This alteration was necessary to give effect to the pro- 
‘sions of the Great Western Railway (Superannuation Fund) Act, 
141, under which the balance of the reserve for Superannuation 
‘heme liabilities was transferred to the new fund constituted under 


that Act. The only other item upon which I need comment is the 
increase of £5,604,851 in the miscellaneous accounts on the liabilities 
side of the balance sheet, which is due to transactions arising out of 
the Railway Control Agreement in connection with arrears of main- 
tenance, etc. 


Revision of Financial Arrangement with Government 

When I addressed you last year I told you of the intimation which 
had been given to us by the Government that in their view some 
modification of the financial arrangements then in operation would 
be necessary on account of the war damage compensation proposals 
of the Government. The Chancellor of the Exchequer in his Budget 
Speech shortly after our meeting also referred to the desire of the 
Exchequer to avert further increases in railway rates and fares 
with a view to checking the upward movement in prices which the 
Government were anxious to stabilise. These were the new con- 
siderations which necessitated a revision of the financial arrange- 
ments previously agreed and in the negotiations which followed the 
Government indicated their desire that the new basis should be a 
fixed annual payment to the companies and the London Passenger 
Transport Board in lieu of the previous arrangement. This pro- 
posal was readily accepted by the companies who had previously 
pointed out the difficulties and objections both political and practical 
which were likely to arise under the old agreement and the only 
point at issue was the amount of the fixed annual payment which 
should be made. 


National Interests and the New Agreement 

For obvious reasons it would not be right nor proper for me to 
enter into the details of the negotiations which ensued, but I can 
assure you that the directors placed before the Minister of War 
Transport full information in regard to the various factors which 
the companies considered should be taken into consideration in 
arriving at a fair settlement. In representing their views the 
directors necessarily had regard to the national interest in the 
present emergency ; to the damaging effect on the earning capacity 
of the undertakings which the contingencies of war might bring 
about and to the post-war position of the companies. After: taking 
these and all other factors into consideration they decided to accept 
the Government’s final offer of an annual payment to the four main- 
line companies and the London Passenger Transport Board of 
£43,000,000 to operate as from December 31, 1940, for the remaining 
period of control which is to be continued for a minimum period of 
one year after the cessation of hostilities. Our share of the 
£43,000,000 is £6,670,603. 


Statutory Rights Preserved 

Prominently in the minds of those who conducted the negotiations 
was the preservation of the statutory rights of the companies as to 
the earning of their standard revenues.. These revenues are a factor 
in the pooling and sharing provisions which apply up to December 
31, 1940, and are noted in Appendix C to the new agreement which 
also contains an express paragraph (Article 33), the effect of which 
is that subject to any action which the legislature may take in the 
meanwhile (a contingency against which we obviously cannot 
provide) time will be given for the operation of any statutory 
machinery governing the level of rates, fares, and charges before 
control comes to an end and in this way the pre-war rights of the 
companies in this important matter are confirmed and kept alive. 
The protection thus afforded will I hope remove the anxiety felt 
by certain of the proprietors who feared that the acceptance of a 
fixed guaranteed payment might jeopardise the application of the 
standard revenue principles after the expiration of Government 
control, or might be regarded as an implied admission that these 
principles have for all practical purposes ceased to be effective. 


War Damage Provisions 

As to war damage, the new agreement provides that after Decem- 
ber 31, 1940, no charge shall be made in the net revenue aecounts of 
any accounting period in respect of war damage and cancels the 
earlier arrangement under which the cost of restoring such damage 
up to a maximum of £10,000,000 in any year was to be charged to 
revenue expenditure. The future position as regards war damage 
is still the subject of negotiation. The decision of the Government 
to deal with the question of compensation for damage of this charac- 
ter on a national basis involved consideration of the position o 
railway undertakings in connection with the War Damage Act, 
1941, and the Government decided to exclude them, in common 
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with other public utilities, from the scope of that Act: The Chan- 
cellor of the Exchequer stated in Parliament that he had framed the 
general outlines of a scheme to apply to such undertakings, but the 
introduction of legislation has been delayed to enable him to satisfy 
himself as to the practicability of certain aspects of it which raise 
problems of a highly technical and intricate nature. 

Under the proposed scheme it is understood that public utility 
companies are to be grouped and presumably one such group will 
embrace all the railway undertakings. The suggested contributions 
of the members in each group will be 50 per cent. of the aggregate 
war damage payments made to the members of the group payable 
in four annual instalments, the first to fall due on July 1 next. As 
I have previously mentioned there are preliminary difficulties to be 
surmounted before the scheme matures and, therefore, I regret it 
is not possible for me to give you more definite information at this 
stage, neither is it permissible for me to give you estimates in 
relation to the cost of restoring war damage. The revised agreement 
expressly provides that the cost of restoring war damage will not 
be charged to the Control Account, so that the contributions to be 
made by the railway companies will have to be found by each 
company from its own resources. The boards have carefully con- 
sidered how this liability should be met and, while they consider that 
provision for the liability of the company for war damage is essenti- 
ally a post-war problem, its incidence has been borne in mind in 
dealing with the accounts for the past year. You will appreciate 
that until the discussions with the Government assume more 
definite shape, and hostilities have ceased, we cannot possibly form 
any estimate of the ultimate scope of the liability which we shall 
have to meet. 


Agreement Fair but not Generous 

The directors fully recognise that at first sight the new agreement 
may appear to be much less favourable to the stockholders than the 
former agreement. This is certainly true if regard is had only to 
the financial results of the past year, but as I have previously 
indicated, there can be no assurance that railway earnings will 
remain at the present high level during the whole of the control 
period. No one can foretell what may happen to our traffics during 
the course of the war or in the period immediately following the 
cessation of hostilities. The matter was, therefore, not one which 
could be dealt with on ordinary commercial lines and we made it 
clear in our discussions with the Government that we could not 
regard any settlement which might be reached as in any way 
reflecting the existing or potential value of our undertakings either 
individually or as a whole. In the view of your directors the offer 
finally made by the Government, while not generous, could not be 
regarded as unfair to the stockholders if full recognition was given 
to the national interests as represented by the Government spokes- 
man. This was also the view expressed by the Joint Parliamentary 
Secretary to the Minister of War Transport (Colonel Llewellin) in 
the House of Commons during the debate on the White Paper which 
gave an outline of the revised financial arrangements, and I think 
it can be said quite fairly that the House endorsed the agreement as 
one made in the national interest without any injustice to one side 
or the other. The agreement takes effect as from September 1 
1939, and the revisions to which I have alluded operate from 
December 31, 1940. Thus the pooling and sharing scheme under 
the original arrangements is recorded in the revised agreement as 
having effect up to December 31, 1940. I should perhaps also 
explain that the revised agreement retains all the original arrange- 
ments in relation to maintenance charges, trust funds, and other 
detailed matter. The Trust Fund has not yet been constituted 
but its provisions will ensure that money is available for carrying 
out all maintenance and renewal work on pre-war standards although 
the arrears can only be overtaken as circumstances permit. Under 
the new agreement the responsibility for carrying out the directions 
of the Minister of War Transport and for the day-to-day manage- 
ment still remains with the companies and you will recollect that 
at our last annual meeting I referred to the manifold problems with 
which we were confronted owing not only to the large increase in 
the volume of traffic we were called upon to handle but also to the 
fact that war-time requirements are totally different from those for 
which we normally cater. 


Difficulties of Transport Services 

I am very sorry it is not permissible for me to give you any 
account of our activities during the past year or of the steps which 
we have taken to overcome our difficulties, but I may say the 
demands upon us are becoming increasingly heavy and that we 
are bearing a very large share of the burden which has fallen upon 
all sections of the transport industry throughout the country. 
The priority rightly given to requirements of the services and 
essential industries has made it impossible for us to provide an 
adequate or satisfactory service for our passengers and I regret 
that many travellers on our system have from time to time suffered 
considerable inconvenience from delays to our trains and over- 
crowding. In present circumstances I am afraid there is little 
prospect of our being able to provide improved facilities and it 
may even become necessary further to curtail our passenger services 
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Tribute to Staff 

The difficulties with which we have to contend and the importance 
of the railways in our war effort are, I think, widely recognised, 
but I feel I should like to pay a special tribute to our sti The 
response by all grades, both men and women, has been magni- 
ficent, and when it is permissible to make public the dctails of 
their achievements, often in the face of acute difficulties and 
dangers, there will be ample demonstration of the highly praise- 
worthy manner in which they have responded to the war effort 
and of the untiring devotion to duty which they have wn in 
their determination to meet the demands made on their services 
notwithstanding the shortage of staff due to the calling up of the 
younger men and other causes. Approximately 11,600 of our 
employees are serving with the colours and wholetime with the 
Civil Defence, and about the same number are doing spare time 
duty with the Home Guard. Decorations for gallantry and 
meritorious service have been earned by many of them, and the 
acts for which these distinctions have been earned make real proud 
reading. I am sure you would wish to be associated with me in 
paying a tribute to these men and women for their heroism in the 
defence of this country. Many of them have made the great 
sacrifice and to their relatives we extend our deepest sorrow and 
sympathy. 

Post-War Position 

With regard to the post-war position, you have no doubt seen 
in the press the recent announcement that the boards of the four 
main line companies and the London Passenger Transport Board 
have set up a commission to consider post-war problems. As you 
are aware, post-war planning is now a part of our national policy 
and we understand the Minister of Works and Buildings will be 
largely responsible for the work, which must inevitably involve 
questions of transport ; it will be one of the main objects of the 
commission to keep closely in touch with the various Government 
Departments and other bodies considering the problems of recon- 
struction and development. It is a matter for congratulation that 
Lord Portal has recently been appointed to this office. He wasa 
director of the company for 13 years and his work in securing 
new industries in the distressed areas in South Wales shortly 
before the outbreak of the war contributed largely to the rehabili- 
tation of industry in that area. 


Thomas Cook & Son Acquisition 

During the year the four main line railway companies have 
concluded an arrangement in conjunction with Hay’s Wharf 
Cartage Company, which is controlled by the railway companies, 
for the purchase of the share capital of the well-known tourist 
agency business of Thos. Cook & Son Ltd. These shares bec ame 
vested in the Custodian of Enemy Property and the activities of 
the company under normal conditions lend themselves to closer 
co-operation with the railway companies in view of the interests 
which they already possess in similar businesses and of the working 
economies which can be effected. The Hay’s Wharf Cartage 
Company has undertaken to provide any fimance necessary to 
enable the business to be kept in being as a going concern for 
three years up to October 31, 1943. This liability is jointly 
guaranteed by the four main-line railway companies and is subject 
to a maximum commitment of £450,000 spread over three years. 
It is part of the arrangement that after the cessation of hostilities 
between Great Britain and Germany a new company is to be 
formed to take over Cook’s foreign business and that 25 per cent 
of the share capital of the new company is to be transferred to 
the Custodian of Enemy Property or his nominee. As Parliamentary 
powers are required to complete the purchase, the railway com- 
panies have introduced a joint Bill into the present session 0! 
Parliament and it will be submitted for your approval at the 
Wharncliffe meeting which follows on the conclusion of this 
meeting. 

These remarks cover, I think, the most important matters which 
call for special reference under present conditions and if any ol 
the proprietors wish to raise any questions I shall be pleased to 
deal with them so far as I am permitted to do so. 


Shareholders’ Remarks ’ 
Councillor Wilson, after congratulating the Chairman on his 
address, said that the liability of the four main-line companies 
on the acquisition of Thomas Cook & Son was not limited to 
£450,000. In the Bill itself there was no limit, and he asked 
that it be not approved or that a limit of £450,000 be included 
in it. As to directors’ fees, it was the duty of this meeting to 
confirm them, and he would ask the Chairman to disclose the 
amount and also the Secretary’s salary. 
Mr. Ashley Brown mentioned two matters to which he had 
been asked to refer by the stockholders’ union. In the first place 
the union could not quite understand precisely what was being 
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purc! ised in the matter of taking over Thos. Cook & Son Ltd. 
The second matter was that in the opinion of many members of 
ion the day grew steadily nearer when the State would 
desire to take over the great railway undertakings. He did not 
desire to see that day—anything but. If our history as a nation 
proved anything at all it was that we did best when left to our- 
selve He did not know anything that the State could manage 
so well as it had been managed by private individuals. The 
o defend their property was now before it was attacked, 
and they must say precisely what were the terms upon which 
they were prepared to sell these organisations. To reply at 
by quoting some figure which perhaps would not be unjust 
in view of the sacrifices which the stockholders had made would 
be hastly mistake. Fortunately their course was fairly clear 
before them. When the day came the stockholders must say 
that the price they ask for the railway undertakings is that 
which has already been recognised by Parliament in the Standard 
Revenue provisions in the Railways Act, 1921. 

Mr. Sallaway asked whether the railway companies would take 
into the fold all the various travel companies of which very 
little was seen at the present time. 

Mr. J. F. Bradford challenged some of the statements made in 

circular by Councillor Wilson which was handed to share- 
holders at the recent L.M.S.R. meeting. He (Mr. Bradford) 
knew from personal knowledge that Thos. Cook & Son had 
brought valuable business to the railway companies, to which 
he considered they were a great asset. He, therefore, thought 
the directors were taking a good broad view in concluding the 


the 


time 


once 


negotiations. 

Mr. Ernest Short, as representing the British Railway Stock- 
holders’ Union, thought the most striking phrases in the Chair- 
man’s speech were those which referred to the clause in the new 
agreement which, in the opinion of the legal advisers of the com- 
pany, constituted an absolutely definite statement that none of 
the stockholders’ rights under the Act of 1921 had been abro- 
gated. There must be some definite foundation for any nego- 
tiations with the Government when any final agreement was 
made, and he could conceive nothing that was sound and sane 
from the stockholders’ point of view except the rights conferred 
by Parliament in the Act of 1921. He deprecated the large 
umount of Stock Exchange gambling in railway shares and urged 
that in some way or another it should be stopped. 

Mr. D. G. Williams agreed with Mr. Ashley Brown that the 
Government should be held to the terms of the Act of 1921. 
The price at which the ordinary stock of the Great Western 
Company stood today was ridiculous. 


Chairman’s Reply 


The Chairman: Ladies and gentlemen, you would like me to 
try to the best of my ability to answer some of your questions 
which have been both interesting and pertinent. 

What seems to worry the stockholders most is the question of 
Messrs. Thos. Cook & Son Ltd. I look upon Messrs. Thos. Cook & 
Son Ltd. as a fine English firm, a fine name with fine traditions, 
ind in normal times a very fine business. I think it is very 
right and proper that we should see that the foreign control of 
that business does not occur again in the future. The agreement 
to purchase Messrs. Thos. Cook & Son Ltd. would ultimately be 
of great benefit to the main-line railway companies, who already 
control several similar agencies. It is quite obvious that the 
rationalisation of these agencies will give the railway companies 
many savings and should lead to more competent administration. 

Councillor Wilson referred to the Balance Sheet and to the 
question of directors’ fees. I can only assume that he is refer- 
ring to Clause 91 of the Companies Clauses (Consolidation) Act, 
1845, because he also mentioned the salary of the Secretary. 
I would remind him that this clause is not part of the Great 
Western Railway Company’s constitution—and therefore as far 
is that is concerned his remarks are out of order. 

Then one stockholder was worried about the future of possible 
state control. In my speech I made it clear that we were 
thinking of the future, and that is why we have appointed a 
commission to advise us. I think the terms of the agreement 
which was mutually made with the Government shows you that 
our minds are very much on protecting your interests. As I 
intormed you, a clause is included in the agreement referring 
to the Railways Act of 1921, and maintaining the position of 
your rights under that Act. 

With regard to the Stock Exchange value of the securities, 
there is not much one can do about that so long as there is a 
Stock Exchange. There will be buyers and sellers, and I do not 
xnqw really that I can give any constructive proposal. 

If there are no other questions may I put the resolution to 
the meeting that the report of the directors and the statement 
ot accounts for the year ending December 31, 1941, be adopted? 
Those in favour? Those against? That is carried unani- 
mously. 

I now beg to propose that dividends be paid for the half-year 
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ended December 31, 1941, of £2 10s. Od. per cent. on the con- 
solidated guaranteed stock, £2 10s. Od. per cent. on the 
consolidated preference stock, and £2 10s. Od. per cent. on the 
5 per cent. redeemable preference stock (1950); that a dividend 
of £2 10s. per cent. for the same half-year be declared on the 
consolidated ordinary stock, making with the interim dividend of 
£1 10s. Od. per cent. paid for the half-year ended June 30 last, 
£4 per cent. for the year; that such dividends be paid on and 
after the 19th instant to the proprietors who were registered in 
the books of the company when balances were struck on the 
2nd ultimo. 

Lord Palmer: I have much pleasure in seconding that. 

The Chairman: Those in favour? Those against? 
is carried unanimously. 

I now have to ask Mr. Stevens to move a resolution from the 
body of the hall. 

Mr. W. J. Stevens: Mr. Chairman, ladies and gentlemen: I 
have much pleasure in proposing that the following Directors now 
retiring by rotation be and they are hereby re-elected: Sir 
Charles J. Hambro, K.B.E., M.C., Lieut.-Colonel the Hon. J. J. 
Astor, M.P., the Hon. Sir Edward C. G. Cadogan, K.B.E., C.B., 
M.P., the Right Hon. the Earl of Dudley, M.C., the Right Hon. 
Lord Dulverton, O.B.E., Sir Henry B. Robertson, the Right. 
Hon. Lord Somers, K.C.M.G., D.S.O., M.C., and Colonel Sir 
W. Charles Wright, Bt., K.B.E., C.B. In moving this resolution 
may I congratulate you, Mr. Chairman, upon the dignity con- 
ferred upon you by His Majesty last June for services rendered 
to the nation? I am sure the company will rejoice in the 
reflected glory. 

Will someone kindly second that? 

Mr. D. G. Williams: I have much pleasure in seconding that. 

Councillor Wilson asked for the names to be put up sepa- 
rately, and all the retiring directors were re-elected. 

On the proposition of Mr. Bradford the nominations for mem- 
bership of the Audit Committee for the ensuing year were 
approved. 

The Chairman: 
general meeting. 


That 


That concludes the business of the annual 





SPECIAL GENERAL MEETING 

The Chairman: We now have to resolve ourselves into a 
Wharncliffe Meeting for special purposes. 

1 have already explained the general circumstances relating 
to the arrangement and, with your permission, I will now move 
the following resolution: ‘‘ That the Bill now submitted to the 
Meeting intituled, ‘An Act to empower the Great Western 
Railway Company the London & North Eastern Railway Com- 
pany the London Midland & Scottish Railway Company and _the 
Southern Railway Company to give guarantees and to make 
financial and other arrangements in connection with or arising 
out of the acquisition by Hay’s Wharf Cartage Company 
Limited of the share capital of Thos. Cook & Son Ltd.; and for 
other purposes’ be and the same is hereby approved subject to 
such additions alterations and variations as may be determined 
by the directors and as Parliament may think fit to make 
therein.’’ 

Lord Palmer: I have very much pleasure in seconding that. 

The Chairman: I will put that to the meeting. 

Mr. Sallaway: On a point of order,.Mr. Chairman. Am I in 
order if I suggest that after Thos. Cook & Son Ltd. we put 
“and others ’’? 

The Chairman: I am afraid that is out of order. I cannot 
accept a resolution on this which has not been placed before 
us in due time before the meeting. I cannot accept an amend- 
ment. We have either to pass this resolution or reject it. We 
cannot amend it. 

Several speakers asked for further information as to the 
details of the arrangement and the provisions in the Bill, and 
explanations were given by the Chairman and by Mr. I. Buchanan 
Pritchard, Chief Legal Adviser to the company. These were to 
the effect that the directors of the four main-line companies 
have entered into a limited liability in respect of the purchase 
of Messrs. Thos. Cook & Son Ltd., which is spread over three 
years. The amount of the liability of the Great Western Rail- 
way Company is one-fourth of £450,000. In order to get the Bill 
passed through Parliament the stockholders at a special meeting 
have to pass the resolution submitted to them. The Bill is only 
an enabling Bill, and in general terms is similar to those 
approved by the stockholders on many previous occasions. The 
companies are entering into an arrangement with the Custodian 
of Enemy Property for England to purchase the share capital 
of Thos. Cook & Son Ltd., through their subsidiaries 
and have agreed that Hay’s Wharf Cartage Co. Ltd. should find 
the necessary finance, limited to £450,000, to keep Thos. 
Cook & Son Ltd. as a going concern for three years, and that is 
the limit of their liability. In order that finance may be pro- 
cured there must be enabling powers by a Bill, and the Bill is 
simply giving the enabling powers, and of course it has no 
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restrictions or limitations upon it, otherwise it might mean 
that a whole number of other Bills might have to be got later 
at great expense. 

Councillor Wilson persisted in his opposition on the ground 
mainly that under the Bill the railway companies assumed an 
unlimited liability, and demanded a poll. This was taken after 
other stockholders and the Chairman had appealed to him to 
withdraw his request in view of the unnecessary trouble which 
this would involve. 

The Chairman said that the result of the poll would be 
announced on Monday, March 16, at 11 a.m., at the Great 
Western Royal Hotel, Paddington Station. 


G.W.R. ADJOURNED SPECIAL MEETING 

The adjourned special meeting of the Great Western Railway 
Company was held at the Great Western Railway Hotel, Pad- 
dington, W.2, on March 16. Sir Charles J. Hambro, Chairman 
of the company, presided. 

The Chairman said: I want just to remind you that this 
meeting is an adjournment of the special meeting of the pro- 
prietors of the company held at the Great Western Railway 
Hotel, Paddington Station, on March 11 last. It is for the 
purpose of submitting the result of the poll demanded at the 
meeting on the following resolution: ‘‘ That the Bill now sub- 
mitted to the meeting entitled ‘ A Bill to empower the Great 
Western Railway Company, and the London & North Eastern 
Railway Company, and the London Midland & Scottish Railway 
Company, and the Southern Railway Company to give guarantees 
and to make financial and other arrangements in connection 
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with or arising out of the acquisition by Hay’s Wharf C: rtage 
Co. Ltd., of the share capital of Thomas Cook & Son Ltd., and 
for other purposes,’ be and the same is hereby approved subject 
to such additions, alterations, and variations as may be eter. 
mined by the Directors and as Parliament may think fit to make 
therein.’’ A poll was demanded on this Bill and this meeting is to 
announce to you the result of the poll, which is as follows: 
For the resolution the number of votes was 8,043, represent ig in 
paid up capital £2,018,999; against the resolution the number of 
votes was 24, representing in paid up capital £1,844. The votes 
in favour were 99-9 per cent. of the capital represented at the 
meeting. I, therefore, have to declare to you that the resolu- 
tion was carried, and that, gentlemen, concludes the business of 
the meeting. 

Councillor Wilson said that the poll was taken on a statement 
by the directors that it was a limited guarantee of £450,000 at 
£150,000 a year for three years. He thought there was no 
indication of an intention by either the Chairman or the 
directors to mislead. He went on to propose a vote of thanks 
to the Chairman. 

Mr. J. F. Bradford seconded the vote of thanks. 

The Chairman: I am most grateful to you for your words. I 
want to say straightaway that there is no personal feeling what- 
soever in this business. I quite understand any shareholder 
who feels he has not had proper information or proper protection 
from the board of directors pursuing a question, but I can 
assure you, so long as I am here and so long as your present 
board of directors support me, every shareholder shall feel that 
he is protected to the utmost of my ability. 

The proceedings then terminated. 








GREAT SOUTHERN RAILWAYS COMPANY 


New Chairman on duties at first meeting—Stockholders’ questions—Emergency 
Order for control—Dividends during control period—Chairman’s reply 


The annual general meeting of the Great Southern Railways 
Company was held at the Gresham Hotel, Dublin, on March 11. 
Mr. A. P. Reynolds, Chairman of the company, presided. 

The Chairman, in the course of his speech, said that he 
occupied the chair by virtue of his appointment by the Govern- 
ment under Statute. His duties were purely formal at that 
meeting—putting to the shareholders motions for the appoint- 
ment “of directors; the report and statement of accounts; to 
pass the dividend recommended in the report; to submit a 
motion covering the election of shareholders’ auditor, and other 
motions of which notice had been received. 

Moving the adoption of the report and statement of accounts, 
Major Henry said that his fellow-directors and he had nothing 
to add to, or deduct from, their statement already issued as to 
the recent Statutory Order of the Government; nor had they, 
in existing circumstances, any remarks beyond rejoicing at the 
successful results of the year’s operations, conducted as they 
had been in face of unprecedented difficulties. 

Dr. Lombard Murphy formally seconded the motion. 

Dr. L. G. Sherlock, who said that his doctor had forbidden him 
to make a speech, handed in two questions to the chairman. The 
first referred to paragraph 5 of the directors’ statement, and 
asked: ‘‘ Were they justified in believing that the Emergency 
Order taking control of the railways was based on the belief that 
the company’s activities must be employed in the interests of the 
public, even if that involved neglect of the interests of the share- 
holders, and that, in fact, the action taken in 1941 protected the 
interests of the shareholders as against those of the public in 
time of emergency? Secondly, assuming this view to be cor- 
rect, could the Chairman, representing the Government, give any 
indication that, if and when the emergency period had passed, 
the Government would take the necessary steps to secure for the 

hareholders a reasonable return for their invested money?’’ 


Stockholders’ Remarks 


Colonel The O’Callaghan, speaking on behalf of the stock- 
holders’ association, said that there was a state of emergency, 
and drastic powers had rightly been taken by the Government. 
The shareholders’ association had not been consulted either by 
the Government or the directors. He asked them to bear in mind 
that in the sister isle across the water, where the Government had 
taken control, the big four railways had been consulted and a 
sum put aside for the shareholders. He would like to know 
was the same condition to operate for their shareholders here, or 
was their property to be confiscated for the duration of the 
emergency. 

They did not know how long the emergency might last. Their 


Prime Minister had said recently that it might last four years. 
Were the shareholders prepared to lie out of dividends for that 
period? He thought that their new Chairman should present 
these matters in the proper quarters. The question of war damage 
could only be settled at the end of the emergency. If, he said, 
we are making a last stand as stockholders let it be a good, 
plucky stand. 

Mr. Eoin O’Mahony said that the association accepted the 
decision of the Government and had never directed a word 
against the directors. The shareholders should insist on pay- 
ment of the ordinary dividend, which had not been paid for the 
last eleven years. 

Chairman’s Reply 

The Chairman, replying, said that he was quite sure than Dr. 
Sherlock and the shareholders would understand that he could not 
answer the two questions handed in. Other matters raised, he 
said, referred to things which had happened under the direction 
of the board of directors that had been dissolved. 

The report and statement of accounts were adopted. 

Two nominations were put forward for the position of share- 
holders’ auditor, Sir Stanley Harrington, P.C. (retiring), and 
Mr. Paul Carroll (auditor), College Green, Dublin. 

A poll was demanded and taken. 

Mr. Eoin O’Mahony took exception to the use of proxy votes 
by the board, and said that the vote should be confined, as in 
the case of the Great Northern Railway, to those at the meeting. 
He proposed that the directors be requested in future to refrain 
from soliciting proxy votes in their own favour, as such a course 
would make for goodwill at the annual meetings, and would ulti- 
mately increase the authority of the management. 

The motion was seconded, and when put to the meeting a poll 
was also demanded and took place. 

Colonel The O’Callaghan then proposed a further motion that 
in future the directors should issue their report and statement of 
accounts at least twenty-one days before the annual general 
meeting, and that the Chairman’s statement should be printed 
and circulated with the accounts, as was the increasing practice 
with a number of companies. 

The motion was seconded by Major Fitzgerald Lombard, but 
the Chairman ruled it out of order as ultra vires the terms of the 
Order appointing him chairman. 

Mr. O’Mahony: Does that mean that you are not going to 
make any statement this time twelve months? 

The Chairman: No, sir; it does not mean any such thing at all. 

The Chairman said that the meeting stood adjourned for the 
taking of the poll until Wednesday, March 25, at 2 p.m., at 
Kingsbridge. 
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THE RAILWAY GAZETTE 


SOUTHERN RAILWAY COMPANY 







Revised controlled agreement—Reasons for acceptance—War damage to railways 

—Acquisition of Thos. Cook & Son Ltd.—Financial results for 1941—Curtailed 

facilities for passengers—lIncreased claims for damage and loss of goods— 
Clearance of wagons—Rapid repair work—Tribute to staff 


The annual general meeting of the Southern Railway Company 
was held at Beaver Hall, Garlick Hill, London, E.C.4, on March 12. 
Mr. Robert Holland-Martin, Chairman of the company, presided. 

The Acting Secretary (Mr. T. E. Brain) having read the notice 
convening the meeting, 

The Chairman said: My Lords, ladies and gentlemen,—Last 
year | had to deplore with you the loss of no less than four members 
of your board, all of whom had given valuable service to your com- 
pany. Three of their places we filled by co-opting of Mr. W. P. 
Spens, the Member for Ashford, Sir William Clark, who is not present 
today because he is away on a Government mission, and Sir William 
Currie, the Chairman of the P. & O. Steam Navigation Company. 
The fourth place we left unfilled, but during the year we have been 
able to obtain the services of and have co-opted Sir George Schuster, 
M.P. Sir George is unable to be present today, due to urgent 
Government business. 

I can assure you that the services that our old friend, Sir George 
Courthope, and his two colleagues in the House have rendered your 
railway have been great and that we are heavily indebted to them 
ina year in which parliamentary knowledge and support have been 
most valuable. 

I now turn to the dominant event in the events of the past railway 
year—-the Railway Control Agreement. The terms of this agree- 
ment made between the Minister of War Transport and the con- 
trolled railway undertakings and embodying the financial arrange- 
ments arising out of the Government control of railways have now 
been finally settled, and the full text of the agreement, as a draft, is 
annexed to the Railways Agreement (Powers) Order, 1941, published 
as Statutory Rule & Order, 1941, No. 2074. The agreement alters 
in certain material respects the original financial arrangements and 
you will certainly expect from me some particulars of the revisions 
which now have been agreed and some explanation of their effect. 
You will remember that the original financial arrangements pro- 
vided for the pooling of the receipts and expenses of the four main 
line companies and the transport board and a guarantee to them of 
a minimum annual sum of about £39} millions with the additional 
right to retain any pooled net revenue up to a further £3} millions 
and beyond that to participate in half of any further pooled net 
revenue until the respective standard revenue of each railway was 
reached. The cost of restoring war damage up to a maximum of 
{10 millions in any year was to be charged to the pool and rates, 
fares, and charges were to be adjusted to meet variations in working 
costs and certain other conditions arising from the war. 

I warned you at our meeting last year that revision of the original 
arrangements was likely to be a matter of negotiation, and in June 
the Minister of War Transport approached the four main line com- 
panies and the transport board with a view to an alteration on two 
grounds, first because the Government had decided that war damage 
should be dealt with on a national and contributory basis, thus 
making inappropriate the provision in the original draft agreement 
ior charging revenue expenditure with the cost of restoring war 
damage up to £10 million in any year; secondly, because the 
Government’s declared policy of stabilisation of prices, including 
transport costs—announced by the Chancellor of the Exchequer 
in his Budget speech last April—cut right across the basis of the 
original arrangement which allowed for the adjustment of fares, 
rates, and charges to meet variations in working costs and certain 
other conditions arising from the war. The railway companies 
and the transport board, for their part, recognised that, in view of 
these two major causes, changes in the original agreement were 
called for, and in the negotiations which followed, the Government 
Was insistent that the revision must take the form of a fixed annual 
payment by the Government to the controlled undertakings instead 
of the pooling and sharing arrangement established by the original 
agreement. 

After considerable negotiation an offer was made by the Govern- 
ment which none of the controlled undertakings could accept, but 
alter free and full discussion on both sides, an increased and final 
offer was received from the Government to make a fixed annual 
Payment to the four main line companies and the transport board 
of £43 millions. This received the full consideration of the boards 
of the undertakings concerned, who, after taking into account all 





the factors involved, decided that this offer of £43 millions was one 
that should be accepted. 


Factor in Decision 


In their decision to accept the sum of £43 millions the boards 
were greatly influenced by the fact that, although that sum could 
in no way be taken as representing either the existing or the potential 
earning capacity of the undertakings, nevertheless it was easily 
possible for contingencies to arise out of the war, such as invasion 
or a decline in traffics in the last years of control, that might affect 
adversely and very substantially that earning capacity. It was a 
cogent argument, too, that the revised agreement not only -pro- 
vides that the payment of this annual sum is to be made throughout 
the whole remaining period of control of the railway undertakings, 
but also further stipulates that that control is to be continued 
for a minimum period of one year after the cessation of hostilities. 
Impressed by these very important considerations the boards came 
to the conclusion that the firm offer of £43 millions for a definite 
period, although not generous, could not be regarded as unfair, 
and being so, bearing in mind the hazards of war, they would not 
be justified in refusing it. Agreement was also reached as to the 
division of this annual sum among the five undertakings; the 
Southern Railway’s share is £6,607,639. The interest on our 
£7,500,000 4 per cent. debenture stock issued in 1939 is dealt with 
in accordance with the provisions of the agreement as to capital 
raised after the base period of 1935, 1936, and 1937, so that the 
interest amounting to £300,000 per annum will not have to be 
met out of the £43 million, but is a further direct charge to the 
control account. 

Both from a national and a personal point of view you will, I am 
sure, be gratified to think that your undertaking, which before the 
war was kept at such a high level of efficiency in the face of severe 
road and other competition, had in the hour of the country’s need 
to be recognised as a necessary and integral part of national trans- 
port. It is fortunate that the wild cries of “ scrap the railways 
for they are out of date ’’ we used at one time to hear were-recognised 
by the Government in peacetime as unsound and opposed to the 
national interest. 


Standard Revenue Provisions 


Before I refer to the other revisions made in the original arrange- 
ments, I should like to deal with one question which I think is very 
likely present in your minds and as to which you may have some 
anxiety. Does this arrangement for the payment of a fixed annual 
sum of £43 millions in any way jeopardise the statutory rights of 
railway companies as to their standard revenues when the period 
of the Minister’s control of railways comes to anend ? No. Each 
company’s statutory position as to standard revenue stands today 
as before, though today each company’s share of the fixed annual 
payment is below, and with some railways other than your own 
substantially below its standard revenue as provided for by the 
Railways Act, 1921. The railways by accepting this payment 
have not by implication in any way abandoned the principle of 
standard revenue. This point was fully present to the minds of 
the boards of the four main-line companies and their advisers 
when settling the revised agreement, and provision has been made 
for preserving the position of the stockholders in this respect. 
In the first place, the most recent determinations of the standard 
revenues of each of the companies are set out in the agreement, 
thus recording the fact that standard revenue is still an element 
in the statutory position of each railway company. Furthermore, 
the agreement provides that before control comes to an end (that 
is, before all statutory rights and obligations as they exist at that 
time again become applicable to the controlled undertakings) time 
will be given for the operation of any statutory machinery governing 
the level of charges, and thus, subject to any legislation which 
may be passed in the meanwhile (a contingency against which no 
one can provide) the railway companies are to be reinstated in their 
standard revenue statutory position before the control ceases. Any 
anxiety, therefore, which you may feel as to whether the agreement 
has jeopardised the statutory background in relation to standard 
revenue may be set at rest for, so far from the agreement prejudicing 
that position, it, in fact, confirms the undertakings in their statutory 
rights before the cessation of control. 
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There are two other revisions in the original arrangements about 
which I must say a few words. The first of these provides that no 
charge is to be made in the net revenue accounts of any accounting 
period after December 31, 1940, in respect of war damage, so that 
the original arrangement, that the cost of restoring war damage up 
to a maximum of {10 millions in any year is to be charged to revenue 
expenditure, ceased as from the end of 1940. As I have already 
indicated, this revision necessarily follows on the Government 
decision as a matter of major policy to deal with the question of 
compensation for war damage on a national and contributory basis. 
The revised agreement, however, provides that the amount actually 
charged by the controlled undertakings to their net revenue accounts 
up to December 31, 1940, is to be retained by the controlled under- 
takings and distributed among them in certain proportions. I will 
deal with this later on. 

The other revision as I have said came about as a result of the 
declared policy of the Government on the question of the stabilisa- 
tion of prices, including transport costs, which necessitated the 
cancellation of the original arrangement under which rates, fares 
and charges will be adjusted to meet variations in working costs. 
This decision of the Government, of course, made a fundamental 
alteration of the basis of the original agreement and consequently 
entailed its revision. The revised arrangements take effect as from 
January 1, 1941. 

You will appreciate that the negotiations in connection with the 
agreement have involved much detailed and intricate work by our 
Solicitor, Mr. Smedley, and our Chief Accountant, Mr. Davidson, 
with the help of their depleted staffs. I am sure you would wish 
to express your thanks to both these officers and their staffs for their 
skilled assistance in the matter. You will have noticed that Mr. 
Davidson’s name does not appear on the circulated accounts: he 
is at present recovering from a somewhat serious illness, from which 
we all wish him a speedy convalescence. His assistant, Mr. Sawkins, 
has proved himself most capable and thorough in his presentation of 
the accounts. 

War Damage Questions 


I will now revert to the question of war damage. As you know, 
public utility undertakings (including railway undertakings) and 
their property are, in general, excluded from the operation of the 
War Damage Act, 1941 The Chancellor of the Exchequer, how- 
ever, made a statement in the House of Commons last May on the 
subject of the introduction of legislation concerning war damage to 
public-utility undertakings, in which he said that he had framed the 
general lines of a scheme but that before he could usefully introduce 
legislation he would need to assure himself of the practicability of 
certain aspects of it and must obtain information from representa- 
tives of public-utility undertakings on a variety of technical matters 
on which his information was incomplete. He therefore proposed 
to ask representatives of the principal public-utility groups to meet 
his advisers. The Chancellor at the same time circulated a short 
statement in which he gave an outline of the scheme he had in mind, 
and it would appear from this statement that the Chancellor intends 
that public utility undertakings shall, for the purposes of his scheme, 
be grouped and presumably one such group will be constituted by 
railway undertakings. It is understood that his present proposals 
are that the contributions of the members in each group shall be 
50 per cent. of the estimated aggregate war damage payments to 
the members of the group and that such contributions shall be 
payable in four annual instalments, the first to fall due on July 1, 
1942. Representatives of the main-line companies and the trans- 
port board have met the Treasury Officials on this matter, but, as 
may be readily appreciated, problems of a technical and intricate 
nature have to be resolved ; and it is therefore not possible for me 
at this stage to give you any detailed information on this subject 
As | have already told you, the Railway Control Agreement as now 
revised provides that the cost of restoring war damage will not be 
charged to the control account so that the burden of the railway 
companies’ contributions as they may be determined by future 
legislation, will fall to be discharged by each railway undertaking 
concerned In the meantime, although no specific provision has 
been shown in the accounts for the company’s ultimate liability, that 
liability has been taken into consideration in preparing the accounts 
for the past year 

I now turn to paragraph 4 of the report. The century-old business 
of Thos. Cook & Son Ltd. is so well known to you that I need not 
enter into a detailed account of that company’s activities, which 
are so intimately connected with and have in the past brought so 
much traffic to the railways and particularly to your own line. The 
shares in the tourist company are today vested in the Custodian 
of Enemy Property, and the four main-line companies have for 
some time been in negotiation with the custodian for the acquisition 
by Hay’s Wharf Cartage Co. Ltd., a company controlled by the 
four main-line companies, of the whole of the share capital of the 
tourist company. The cartage company will not, however, acquire 
any interest in the banking business carried on by the tourist 
company through its subsidiary banking company, other than 
the exchange and travellers’ cheque business. 
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You will appreciate that it is in the interests of the railway 
companies, and, in a wider sense, in the national interest, that 
the business of the tourist company should be maintained as a 
going concern, and I am happy to say that the negotiations for the 
acquisition of the shares have now been satisfactorily completed, 
Briefly stated, the whole of the share capital of the tourist company 
will be acquired by the cartage company in consideration of an 
undertaking by the cartage company to provide sufficient finance 
to enable the tourist company to be maintained for three years 
from November 1, 1940, to October 31, 1943. The liability of the 
cartage company in each of the three years is, however, limited to 
a sum not exceeding £150,000. This undertaking by the cartage 
company to finance the tourist company is jointly guaranteed by 
the four main-line railway companies, but the total joint liability 
of the railway companies under that guarantee is limited to 
£450,000. Another term of the arrangement is that if hostilities 
between Great Britain and Germany are concluded before Novem- 
ber 1, 1943, a new company is to be formed to take over the f reign 
business of the tourist company, in which event the cartage company 
is to hold 75 per cent. of the share capital of the new company; 
the remaining 25 per cent. is to be held by the Custodian of Enemy 
Property or his nominee. If hostilities continue after November |, 
1943, the provision which I have just mentioned is to apply so long 
as the tourist company is in being and the share capital is stil] 
held by the cartage company. By acquiring through their subsidiary, 
the cartage company, the whole of the share capital of the tourist 
company, the four main-line companies will, apart from other 
advantages accruing from the arrangement, be able to effect 
substantial economies in ticket booking facilities generally. Let 
me say that we intend to keep the management of the tourist 
company in the hands of most of those who in this country have 
guided it for many years. It is our aim that ‘‘ Cook’s”’’ shall 
continue to serve the public as a medium for effecting business 
with all reputable travel interests alike. The joint Bill introduced 
by the four main-line companies into Parliament in the present 
Session is for the purpose of conferring on those companies the 
necessary powers to give effect to the arrangements which | have 


outlined, and this Bill, in accordance with the Standing Orders of. 


Parliament, will be submitted to the Special General (Wharncliffe) 
Meeting to be held at the close of this meeting. 


Results of the Year’s Working 


I now ask you to turn to the report and accounts which are again 
presented in the abbreviated form approved by the Ministry of War 
Transport. As usual I assume that you will wish the accounts to 
be taken as read, but I will refer to one or two special points therein 
before making a review of the working of the railway during the year 
The amount expended on capital account during the year as shown 
in Account No. 4 was £139,245, mostly in payment of pre-war com- 
mitments in connection with improvements in our fleet of steam- 
boats. : 

In Account No. 8, revenue receipts and expenditure of the whole 
undertaking, the amount of £6,781,883 comprises the fixed payment 
for 1941 of £6,607,639 plus the debenture interest of £300,000 to 
which items I have already referred, minus some adjustments 
relating to the period before 1941 and including a provision that has 
been made which is considered to be reasonably chargeable in 
respect of the year 1941 to meet contingencies arising from the 
war which fall to be borne out of our own net revenue after the 
settlement with the Government under the agreement I have 
previously referred to. The net revenue for the year amounts to 
£6,934,260, an increase of £178,470. After meeting the interest on 
debenture stocks and dividends on guaranteed and preference stocks 
the balance available for dividend on ordinary stock is £2,031,745 
After deducting the full 5 per cent. on the preferred ordinary stock 
there remains a balance of £652,415 which will enable us to pay a 
dividend on the deferred ordinary stock of 1} per cent. for the year 
and carry forward a balance of £101,336. For 1940 we paid 1} per 
cent. for the year and carried forward £91,930. 

Twelve months ago I was able to tell you something of the 
Southern’s part in the stirring story of Dunkerque, in the Battle of 
Britain, and in the then nightly Blitz on the South of England 
Instead of an epic of continued heroic and brilliant defence against 
the attacks of the enemy, I have to record the work of a year of 
dogged endeavour and skilled application necessary to surmount the 
hundred and one problems that daily beset the wartime operation 
and maintenance of the Southern Railway. In the early part of the 
year the bombing of London and other towns served by your railway 
continued. Spasmodic, it is true, but none the less cruel, and often 
formidable. But the skill, resource, and determination of the 
staff had been forged by the events of the autumn of 1940, and with 
the help of plans laid in advance and other precautionary measures 
the difficulties were in turn surmounted in accordance with our 
British tradition. 

In times of peace, of course, the Southern has been predominately 
a passenger line. Ever since amalgamation in 1923 we have striven 
—without neglecting goods traffic—to do all that we could to develop 
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the passenger side of our business. Comfortable, speedy, and 
regular services on all parts of the Southern have been our aim. 
War and the national interest to-day compel the movement of freight 
to take precedence of the convenience of passengers. The move- 
ment of wagons to and from factories, dockyards, ports, mines, 
yerodromes, and military centres must necessarily be paramount. 
The efficient handling of this vast and growing freight traffic—so 
essential for the successful prosecution of the war—is a tremendous 
task and one that is being most efficiently carried out by our Traffic 
Manager, Mr. Richards, and his Superintendent of Operation, Mr. 
Wheel: Routes which carried only a sparse traffic in peace may 
now have to bear a heavy burden. Shunting must go on in sidings 
and marshalling yards, despite the blackout. Many of the younger 
ind more agile members of the staff have been released to the 
Forces All these difficulties tend to slow down the speed of move- 
ment; vet the growing traffic has to be handled with a stock of 
engines, wagons, and equipment little—if any—in excess of peace 
time. It is not to be wondered at that the requirements of freight 
traffic sometimes impinge on the regularity of our passenger trains 


Reduced First Class Facilities 

[The elimination of first class accommodation in our London 
suburban services as from October 6 we know incommoded a large 
number of our regular passengers. The segregation of the two 
lasses of passéngers on stopping trains during blackout, and during 
the shortened peak period in the winter evenings had become a 
matter of great difficulty and gave satisfaction to no one. A 
simplified form of one-class travel on the London local trains seemed 
sppropriate in wartime, and, by direction of the Minister of War 
Iransport, first class was withdrawn from trains beginning and 
nding their journeys within an area roughly corresponding to the 
London Passenger Transport area. The change was accepted 
loyally and with few complaints by our large number of regular 
first class travellers ; they appreciated that it was one more personal 
sacrifice in the interest of the nation. I thank them for this. In 
ther ways too the convenience of passengers has had—temporarily 
to take second place. Priority of materials and problems of 
skilled manpower make it necessary for us to reduce the number 
f passenger coaches passing through the shops for repair. This 
an be done only by curtailing the mileage worked by the coaches. 
For technical reasons most of our coaches—and particularly on 
electric trains—are formed permanently into sets of two to six 
vehicles. We have therefore closely to relate the number of coaches 
to the expected traffic, and if passengers have to stand for short 
listances they have the satisfaction of knowing that they are play- 
ing their part in the defence of their country by helping to divert 
skilled shop staff, steel, copper, timber, and other materials to the 
making of munitions of war in some form or other. Then again, for 
reasons connected with the war, we have curtailed our restaurant 
ars on services west of Exeter and on the Kent coast trains. The 
necessity for these and other measures may not perhaps always 
be apparent to the traveller. The problem of moving ordinary 
passenger traffic, freight trains, and specials for Service personnel 
is indeed a complex one, and in the months to come there may well 
ave to be further restriction of passenger facilities. Let me say 
that we regret having to take such steps, and no reduction is im- 
posed on the public until it is clear that there are compensating 
ulvantages to the common effort. 

[here is one very black spot in the picture that I must draw 
your attention to—the payments to meet claims for damage or 
ss of goods in transit have grown out of proportion to the level of 
the traffic and the enhanced prices of the commodities. Some 
increase in damage, though regrettable, may perhaps be condoned ; 
handling in the black-out and the inexperience of new entrants to 
the railway service are factors. But the losses that I refer to are 
in the main criminal It may be said that rationing and short 
supplies have set up new temptations too great for the less steady 
linded, but the mischief goes far beyond that. The evildoers are 
relatively few in number and by no means always railway men or 
vomen, the great majority of whom heartily detest such thefts. 
We are determined to check this traitorous attrition of the national 
stocks. Colonel Prescott, our Chief of Police, in close co-operation 
ith the outside police, has already brought some of the worst 
flenders to book, and these counter measures are being intensified. 


Slow Clearance of Wagons 

Before I leave traffic matters, I must this year again refer to the 
learance of wagons. It has been apparent for some time that 
the trading public as a whole—there are some notable exceptions 

0 not realise what harm it was doing to the war effort by not 
inloading promptly. Every hour, every minute of delay in dis- 
harging railway wagons means that the movement of vital 
ommodities from quayside, from mine, from factories, is impeded, 
ind this in turn re-acts on the output of mines, on the production 
f factories, and on the turn round of ships in port. Yet some 
traders keep wagons under load at destination day after day. 
‘have no hesitation in saying that any trader who knowingly 
lails to unload wagons at the earliest possible moment is deliberately 
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helping Hitler. You may think this is an exaggeration, but the 
resultant drag causes enormous hindrance to the railways’ war 
effort. In Germany there is short shrift for those who do not 
unload wagons immediately on arrival—whether it be on week- 
days or Sundays. The German railways are ruthless in dumping 
on the ground the contents of wagons not unloaded promptly, and, 
what is more, debit the trader with the cost of doing it. I do not 
suggest we should follow the example of our enemies, but would 
invite our customers, when no exceptional circumstances exist 
which may prevent prompt discharge, to co-operate with the 
railways in speeding movement. In the United States the import- 
ance of wagon turn-round seems to be more fully and generally 
realised and with consequent benefit to traffic movement as a whole. 
This country has a bad record in this respect. Everyone—railway- 
men and traders—who has any responsibility for wagon movement 
or wagon clearance today has an urgent duty to secure an improve- 
ment in the position. 

The maintenance of the way and works in a condition to take 
the heavy burden of wartime traffic is no easy task. It is a job, 
however, tackled with energy and skill by our Chief Engineer, 
Mr. George Ellson, whose name we were delighted to see in the 
New Year’s Honours as the recipient of the C.B.E. in recognition 
of the wonderful way in which he and his staff kept our tracks 
open during the Blitz. I wish that it were possible for me to detail 
some of the many marvellous repairs of war damage that Mr. Ellson 
and his men have achieved. How a gaping hole in the track that 
looked as if it could not be put in repair for days or weeks would 
be made capable of carrying restricted traffic in a few hours. How 
the destruction of a bridge arch or pier would quickly be remedied 
by clever standard repair construction, and how all damage done 
only seemed to provide a lesson in speeding up repair, till reparation 
became a fine art. It was indeed a wonderful performance on the 
part of all, and not least of those of our traffic manipulators who had 
to keep our trains running all the time. It is often possible after 
an enemy attack to open the lines for traffic within a few hours, 
but in some cases temporary supports have to be employed, and 
while they remain in position a speed restriction has to be imposed 
Throughout the system extensive civil engineering works have been 
carried out to deal with extra freight trains and to handle traffic 
to and from wartime factories, stores and depots. All these matters 
are worked out in amity with the Service Departments and the 
Ministry of War Transport, and some of them will improve the 
working of your line when the war ends. 


Locomotive Programme 

Mr. Bulleid, our Chief Mechanical Engineer, will complete during 
the year a considerable number of engines to meet the requirements 
of the goods traffic. Most of them are a development of our “QO ”’ 
Class of 0-6-0 tender engine ; two have already been delivered to 
traffic. I need hardly tell you that our workshops, in addition to 
essential maintenance and renewals, are undertaking many other 
contracts ; you will have seen from the press that one of our works 
manufactured at a record rate of output 1,000 wagons for the 
strategically important railways of Persia. Nor were our other 
works behind in helping them. Works managers, foremen, shopmen, 
and many women are splendidly pulling their weight in the national 
effort. Their work of maintenance and renewal of rolling stock and 
railway plant of all kinds is not mere routine war work: it goes to 
provide the very means of victory. 

There has been criticism from time to time that the link which 
binds the management and worker in the common effort for better 
and bigger production is not sufficiently strong. This is not true of 
your company. In all the works—and indeed in the docks, at 
depots, and elsewhere—there is the closest contact between managers 
and workpeople, men and women, to ensure that we make the best 
use of the manpower, of the machine, of the material. Suggestions 
are welcomed and co-operation is regarded as essential. I told you 
of the thousand wagons which we constructed at one of our works 
in record time. This output was only possible because of this co- 
operation. We told the shopmen and women the whole story. 
These wagons were urgently required on the Persian railways to 
carry supplies to our Russian allies. The response was magnificent ; 
exceptional efforts were made and the tight schedule planned was not 
only achieved—it was bettered. 

The war has brought disturbance to the routine of all departments 
of the railway, but to none perhaps so much as the docks and marine. 
No longer 

Weekly from Southampton 
Great steamers, white and gold, 
Go rolling down to Rio.”’ 


This picture is no longer visible, but our docks and wharves are 


making an effective contribution to the national cause. Our marine 
workshops, which in times of peace were concerned ,with the main- 
tenance of our cross-channel fleets, are now engaged with ship work 
of all kinds. 

Many of our steamers and their crews remain under our manage- 
ment while in the service of the country in various capacities, and 
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keep the same personnel as in pre-war days. We do not see now 
so much of the officers and ratings as we would wish, but they are 
doing a splendid job, though not without casualties, | am sorry to 
say Mr. Short is in almost daily touch with the ships regarding 
crewing, victualling, repairs, and so on, and it would be a friendly 
vesture if we asked him to convey to all our seagoing staff a message 
of goodwill, good cheer, and good luck from all of us here today 


Two New Electric Locomotives 

From a railway point of view one of the most interesting events 
of the past year has been the completion of the first of two electri 
locomotives Up to the present the whole of our electric rolling 
stock has consisted of multiple-unit trains, and we have retained 
steam engines to work goods trains, and also passenger trains going 
beyond the electrified area It was to meet the needs of and to 
develop our suburban traffic that our electrification was conceived 
ind we adopted the third-rail low-voltage system as being best 
suited to those needs rhe development of the Mercury-ar 
rectifier in place of the rotary converter rendered economic exten 
sions with the third rail further afield to Brighton, Hastings, and 
Portsmouth We have always realised, however, that the fuli 
benefit of electric traction could only be secured if all traffic over 
electrified lines could be worked electrically This involved the 
lesign of an electric locomotive which would work satisfactorily, 
over the gaps in the conductor inherent in the third rail system 
Our Chief Electrical Engineer, Mr. Raworth, has shown marked 
ability in solving this difficult problem, and the first locomotive 
the mechanical parts of which were constructed to the design of Mr 
Bulleid in one of our works—has been successfully tested on 750 
ton passenger trains and 1,000-ton freight trains. The two engines 
had reached an advanced stage at the outbreak of war and we 
thought it wise to proceed to completion as and when opportunity 
offered For the immediate future each electric locomotive will 
help the war effort by releasing one—or we hope more—steam 
engines for use elsewhere For the more distant—and peaceful 
future we can now review further electrification of our system from 
a new and promising angle 

You would probably like to hear a little more from me on thx 
subject of post-war planning To consider how best we can serve 
the public in our own country and to deal with our own individual 
problems and those that concern us and our immediate neighbours 
we have formed our own internal planning committee from members 
drawn from the principal departments under Mr. F. J. Wymer, the 
\ssistant (Planning) to the General Manager He represents us 
on the planning commission that you have seen has been set up 
by the Railway Companies’ Association to consider how railway 
transport, which is only one form of transport, can best be improved 
and worked, both internally on its own lines and externally in con 
junction with air, road, canal, and coastwise shipping 

[The heavy demands of war have certainly shown that railway 
transport is necessary to the welfare of the country, and, if freed 
from the shackles that have cramped it in the past, capable of great 
expansion Today, however, our first and foremost endeavour 
must be to beat Hitler, and we must not abate our war efforts for 
the sake of an attempt to influence the shape of things to come 
Nevertheless, opportunities do occur in the stress of the present 
moment to give thought for tomorrow, and we are making the 
best use of them. Planning forward for playing our part in a better 
world will serve as an inspiration to greater efforts to win and end 
the war 

I have been able to touch on the work only of some of the 
departments. Each hour of every day brings forth for the railway 
a new problem—a problem demanding skill, experience, and 
initiative for a quick solution. Before the wat many industries 
worked but one shift of 8 hr.—yet the railways had to work all 
round the clock with unlimited lighting to meet those works’ 
requirements. Today war production demands a day of 24 hi 
in the nation’s workshops, and the railways, despite the black-out, 
have to put still more into their 24 hr. to keep step. The output, 
too, comes not only from existing premises in well served industrial 
centres, but from new war factories springing into production all 
over the country Pre-war there was an even flow of shipping 
from and to this country spread over all the ports round our coast 
Today it is no secret that certain ports have to bear a relatively 
heavier load than others, and convoy requirements mean the 
bunching of traffic from and to the docks; 100,000 special trains 
have been run by the British railways for troops and equipment 
and other direct war purposes since the beginning of the war 
In a recent period, 34 million truck loads of freight were moved, 
a half million more loaded wagons than some weeks previously 
But notwithstanding this the railways can still cater for the service 
men and women going home on leave, and the daily movement 
into and out of our big cities 

It is a stirring thought that the great British railway system, 
born of early nineteenth century industrialism, nurtured through 
the years by private enterprise, should so powerfully beat with the 
ever-increasing pulse of the mighty war machine we are dey eloping 
for the destruction of our enemies. 
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Tribute to General Manager 


Che successful year’s working, whose story I have unfolded 4 
you today, has been in great measure due to the ever-watchfy] 
and sympathetic care of our General Manager, Mr. E. J. Missendep 


He is one of those who for many years has realised that the close 


the team spirit among all working for the Southern the greate 
would be the achievement and good will. As Traffic Manager hy 
initiated the Southern Sales Scheme, which so greatly encourage 
the team spirit and with it local interest, and since he has take; 
up the reins of management he has been a real leader to the railway 
and has won golden opinions by his work at the Railway EF xecutiy 
Committee. I cannot speak too highly of his leadership and of th 
admirable and loyal way in which he has been supported by his 
deputy, Mr. J. Elliot 

Since amalgamation in 1923, we have tried on this railway 
build up a Southern team of officers and men, and th happy 
family spirit has given us all a resiliency to meet the uncxpected 
and the unforeseen. The lesson of co-operation learnt in oy 
Southern family we have applied to our relationship w oth 
organisations with which we are in contact. The liaison betweer 


our officers and Naval, Military, Air Force, Government and civi: 
authorities is of the closest and most helpful character. With th 
latter it has extended to the supporting of their war weapons and 
warships weeks by making our war investments locally. Our rail 
way is a large ratepayer in every council area on our system 
should take pride in that area’s institutions and be a real link in 
the chain and not merely a thin line of metal stretching fron 
London to its other terminus [his policy has gained us many 
friends 

Here I should like to say how satisfactory and how happy ar 
our contacts with the Minister of War Transport and his principal 





advisers. May I say how glad we are that Lord Leathers has been 
unaffected by the many changes in Ministerial positions, senior 
and junior, which have recently taken place, and we hope that 
he may remain at his post at least until the war is finished, t 
guide and encourage us. He has, and will continue to have, full 


co-operation from all of us on the Southern. 

he bonds that linked us with the other railway companies have 
been made even tighter by war conditions, and plant of all kinds 
engines, wagons, steamers, are frequently loaned to secure their 
best employment in the national effort, and workshop capacity is 
being used to produce equipment urgently required by othe 
companies. There has been loose talk that the railways are not 
working as one in the common cause. That is just not true. Ther 
is daily, nay, hourly, consultation between the various railways 
and the sub-committees of the Railway Executive Committee 
which acts as the Minister’s agent—are the anvils on which is 
hammered out, quickly and without delay, the common action t 
be taken in the national effort on a thousand and one points of 
detail. To give an instance—the goods rolling stock of this 
country is administered as one from a central office by experts 
from each company with knowledge of the requirements of each 
locality. 

Suggestions have been made that we do not plan ahead ou 
war policy. Nothing now could be further from the facts as t 
transport. Our railway experts, knowing intimately the special 
features and considerations affecting their own systems, sit down 
with the officers of the Ministry who have knowledge of Govern- 
ment policy and the likely development of the war machine 
Together with representatives of other forms of transport there are 
mapped out the requirements for ports, factories, service depots 
aerodromes, months ahead, and now as various complementary 
railway works come to fruition, we realise to the full the value gf 
this planning. 

I am happy to say that relations between the representatives 
of the management and trade unions are still maintained in a 
spirit of mutual understanding and co-operation. Our staft of all 
erades is pulling its weight ; 9,000 we have released to the Forces 
We now number amongst us 8,000 women—7,000 more than 
pre-war—and they are tackling their new jobs with courage and 
resource. We do not overlook the importance of welfare. Our 
welfare officers are in constant touch with the staff of all grades 
and we have recently added to our organisation in this respect 
because of the additional employment of women. The numbet 
of our staff who have received national recognition for services 
rendered other than with the Forces is now 88, including six 
Distinguished Service Crosses, two Distinguished Service Medals 
one C.B.E., one O.B.E., two M.B.E’s, five George Medals, twenty- 
four British Empire Medals, and forty-seven ‘‘ Mentions ’’ in the 
London Gazette. To certain of these and to those brave colleagues 
who have done signal service, but have met with no recognition In 
the Gazette, we have presented a specially designed framed certificate 
a document that we hope will be proudly handed down in the 
winner’s family as a token of brave deeds achieved in England's 
greatest crisis. 

I wish time would permit me to say something of the services 
being rendered by our Home Guard, First Aid, Firefighting and 
other A.R.P. services—it is a fine record. We have not neglected 


























und 
se B 
Ider 
nd n 
juis 


<Uarar 


lhe 


150.0 


Cou 


revenu 


ncer 
The 
Mr. | 
dilway 


nd fo 
nd } 


ould 


© stoy 


ssibl 


lhe 











allways 
nitte¢ 

which 

ction t 
oints ol 
of this 
experts 


Ot eact 


ead Ou 
ts ast 
spec lal 
sit dow! 
Govern 
machine 
here ar 
depots 
mentary 
value of 


ntatives 
ied in a 
iff of all 
Forces 
re. than 
age and 
re Ou 
1 grades 
: respect 
number 
services 
ding six 
Medals 
twenty 

in the 
olleagues 
nition 1n 
rtificate 
n in the 
‘ngland’s 


services 
ting and 
neglected 








nd for 


td Haslemere 


March 20, 1942 THE 





the importance of salvage, and our staff know what is expected of 
them and are making a good effort. 
The staff who have lost their lives by enemy action whilst on 


ives Whilst serving with the Armed Forces. All of them we mourn : 
may their example and sacrifice spur each one of our Southern 
family ») yet greater exertions 

Victery may be round the turn of the channel 
tmay be several leagues off 





more probably 
but however long or short the course 
be, it is our hope that the lessons of selflessness, comradeship, 
and understanding re-learned under the stress of war 
here better and more readily than in your great railway 
| ing—may serve for the free peoples of the earth as a sure 
nd n on which future generations may close the rents, 
eal t vounds, and replace the squandered treasure of humanity, 


and good sense 








Stockholders’ Remarks 


Mi nest Short, speaking for the British Railway Stockholders 

1anked the Chairman for his deeply interesting address. The 
ras hich seemed to him most important had been the state- 
ent t when the final settlement of the railway position was 


the end of the war there would be no relaxation from 
ipon the Act of 1921, and in particular the standard revenue 
rhe second agreement affected the position of junior stocks 
holders were denied the possibility of getting what 

stocks could claim as their right, that was, payment in 
S 1eavy working for bad periods in previous times 





tne rss 


M fred Bowker offered a word of appreciation to the porters 
ilectors, and all the staff for the 
they had stuck to their jobs in the 


really splendid way in 
earlier part of the year 

st trying conditions He considered that the acquisition 
Cook & Son’s business was a very wise step to have taken 
terests of the company and of the 


7 | 
i I tone 





greater public generally 
said that he had had difficulty in hearing a great 
e Chairman’s excellent review He thought that 
press had been much fairer to stockholders in the 
yMpanies He welcomed the agreement, but 
more information as to the provision for wal damagi 
le thought attention should be directed to the question of national- 

hich had been so much in the public eye in the last few 


ks. A pamphlet had been published by Mr Ridley 


since 
st vear the 


railway 





Geore¢ 


Labour Member of Parliament, in which it was suggested that 
stead of leasing the railwavs the Government should buy them 
the present Stock Exchange values Phat would mean national 
sing the railways 


Mr. Taylor said that one’s first feeling about the 
nt was of disappointment that the terms granted by the 
ent were only roughly three-quarters of the standard 
1 but on studying it further he thought they might 
ngratulate the directors on some very important gains which 
| secured. The directors had secured for the duration of 
a revenue which was not merely a maximum, but also a 
mum. Secondly, the directors had assiduously preserved the 
inciple of the standard revenue. If other commercial companies 
re allowed to make 5 per cent. and upwards, not simply on their 
minal capital, but on their real economic capital, railways should 
all ed to do the same. There were 850,000 stockholdings, 
t the last figure he had seen showed that only about 10,000 or 
railway stockholders had taken the trouble to belong to the 
itish Railway Stockholders Union. 
Mr. Sutton said that in the Railway Stoc table 
Wing the maximum dividends under a restricted rental, 1941-2 


revised agree 








holder was a 


W.R. ordinary, 4 per cent L.M.S.R. ordinary, 2 per cent 
N.E.R. 2nd preference, 23 per cent and Southern deferred, 
percent. Could those figures be taken as accurate ? 





Councillor Wilson thought that nationalisation of railways was 
to happen He suggested that the way in which to nationa 

British railways was for the Government to give the stock 
lders scrip for 3 per cent. on the actual money they had invested, 


1 not With reference to the 


] 

l 
nd 
nd 


not on the amount of stock they held 
juisition of Thomas Cook & Son he understood that the limié¢ed 
arantee was £450,000 
The Chairman That is the extent of the 
130,000 a year for three years 
Councillor Wilson: Are we going to raise the money out of 
venues, or as a direct charge on the assets of the four companies 
Ncerned 
the Chairman : Normally it would be paid out of revenue 
Mr. Gregg said that when the Portsmouth line was electrified the 
uway expresses to Portsmouth had been stopped at Petersfield, 
ome reason or another that stop had been discontinued, 
substituted for Petersfield. Petersfield people 
uld be quite content if every other express to Portsmouth could 
stopped at Petersfield as well as at Haslemere. Could that 


ssibly be done ? 


guarantee It is 





The Chairman’s Reply 


the Chairman: My Lords, ladies, and gentlemen, I do not think 
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juty now number 100; in addition, many others have given their 
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anyone else wishes to say anything. [Before I put the resolution, 
I should like to thank you all for the patient way in which you have 
listened to me. Iam very sorry that I was not audible. lam very 
grateful to the shareholders for their remarks. In answer to Mr 
Short, I can only repeat that I am certain that the advantage of 
getting a definite revenue until the end of the war and a year after 
is very great, and that it has not worsened the position over the 
agreement I am very grateful to Mr. Bowker for his expression of 
appreciation of the services of the staff Very often people forget 
how much of their comfort in travelling is due to those who are 
really taking a great deal of interest in their welfare, and I must 
say that I have been delighted to hear up and down the line from 
people who use it, and whom I meet daily, how much they do 
appreciate and how much they feel that our staff are trying to help 
our customers \s to Mr. Instone’s question about the provision 
for war damage we have made no specific provision, but there has 
been put on one side the sum of £200,000, which can be used for that 
purpose. I hope that the stockholders will take Mr. Instone’s advice 
and get hold of Mr. Ridley’s book It is well worth reading, and 
I think that every stockholder should watch the Labour trend for 
nationalisation Mr. Sutton asked whether we were to assume that 
dividends were to be kept at their present level I am afraid I am 
not a prophet I cannot say that, but I certainly hope that they 
may be I thank Councillor Wilson for drawing our attention to 
the question of nationalisation, which he says is bound to happen 

| do not agree with him about that 1 think railway shareholders 
will all take a real interest in their undertakings, and that nationalisa 

tion may be some way off vet You must remember that there ar 

demands for nationalisation of every single national service today, 
and we shall have our hands pretty full after the war and for some 
vears after that, before we can begin all kinds of new scheme 

I answered Councillor Wilson’s question about the limit of Thomas 
Cook & Son’s guarantee Under the agreement it is £150,000 a year 
which we meet out of revenue Chat 
amongst the companies, and it does not come out of the loan I will 


look into 


for three vears is divided 
the question of the stopping place which was suggested by 
Mr. Gregg We will see if anything can be done, but it is very 
difficult to put in new stops and delay express trains 
and our intention is to speed up things as 
That, | think, ladies and gentlemen, answers all 
the questions, and | therefore That the report of the 
directors and statement of accounts for the vear 1941 be and the 
same are rhe resolution has been 
seconded 

Che resolution was put to the meeting and carried 

Che Chairman lhe next business of the meeting is the declara 
tion of dividends, and J will ask the Acting Secretary to read the 
resolution 

Mr. T. E 


follows 


Every stop 
means a slowing down 
much as possible 


move 


hereby received and adopted 


Secretary rhe resolution is as 
That the following dividends be and the same are 
hereby dec lared For the half veal to December 31, 1941 
23 per cent. on the 5 per cent. guaranteed preference stock ; 23 pe 
cent. on the 5 per cent redeemable guaranteed preference sto k 
1957) ; 24 per cent. on the 5 per cent. preference stock ; 2} per 
cent. on the 5 per cent. redeemable preference stock (1964) ; (making 
in each case, with the interim dividends, 5 per cent. for the whole 
year) ; 23 per cent. on the preferred ordinary stock (making with 
the interim dividend of 2§ per cent. 5 per cent. for the whole year) 
1? per cent. for the whole year on the deferred ordinary stock, 
and that such dividends be payable (subject to income tax) on 
March 31, 1942.”’ 

rhe Chairman: I beg to move that resolution. 

Colonel Eric Gore-Browne : I beg to second that resolution 


Brain (the Acting 


The resolution was put to the meeting and carried.) 


The Chairman The next business of the meeting relates to the 
retiring directors, There are five directors who retire at this 
meeting They are all eligible for re-election, and I can assure 
you that they. are all hard workers. They offer themselves for 
re-election. The names of the directors are: Colonel Eric Gore- 
3rowne, Mr. H. W. Corry, Sir George Courthope, Lord Kennet, 
and the Earl of Radnor I therefore beg to move “That the 
following directors, who retire by rotation at this meeting, namely, 
Colonel Eric Gore-Browne, Mr. Herbert William Corry, the Right 
Hon. Sir George Loyd Courthope, Bart., M.P., the Right Hon. 
Lord Kennet, and the Right Hon. the Earl of Radnor, be and they 
are hereby elected directors of the company.” 

Councillor Wilson: I have very much pleasure as a stockholder 
in seconding the resolution that the five retiring directors should 
be re-elected. If they were all over 70 years of age, I would have 
something else to say about it, but all these men are under 70 years 
of age, and they are very capable men. I have very much pleasure 
indeed in seconding the resolution. 

The Chairman: As you mentioned age, 
five retiring directors is just over 58. 

(The resolution was put to the meeting and carried.) 


the average age of the 


The Chairman: The next business relates to the auditors. The 
auditor who retires at this meeting is Sir Harry Peat, who, being 
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eligible, offers himself for re-election. I cannot do it from this 
side of the table, and therefore I will ask one of the proprietors 
to propose the necessary resolution and another to second it. I 
will ask Mr. Bishop to move: ‘“ That Sir William Harry Peat, 
K.B.E., F.C.A., be and is hereby elected an auditor of the company.” 

Mr. W. Bishop: Mr. Chairman, my Lords, ladies, and gentlemen, 
I beg to move the following resolution: ‘‘ That Sir William Harry 
Peat, K.B.E., F.C.A., be and is hereby elected an auditor of the 
company.’’ : 

Mr. W. J. Hatcher 


(The resolution was put to the meeting and carried.) 


I beg to second that resolution. 


SPECIAL GENERAL (WHARNCLIFFE) MEETING 


rhe Chairman: We will now hold the Special General (Wharn- 
cliffe) Meeting to consider the railway companies Bill in Parlia- 
ment. I will call upon the Acting Secretary to read the notice 
convening the meeting 

rhe Acting Secretary (Mr. T. E. Brain) having read the notice, 

The Chairman said My Lords, ladies, and gentlemen, I have 
already explained to you the purpose of this Bill in my speech 
at the annual general meeting which has just concluded and I do 
not think there is anything more I need say about it. I will there- 
for ask the Acting Secretary to read the resolution. 

Ir. T. E. Brain (the Acting Secretary): The resolution reads 
as follows: ‘‘ That this meeting, having considered the Bill intended 
to be presented to Parliament, intituled, ‘ An Act to empower the 
Great Western Railway Company the London and North Eastern 
Railway Company the London Midland and Scottish Railway 
Company and the Southern Railway Company to give guarantees 
and to make financial and other arrangements in connection with 
or arising out of the acquisition by Hay’s Wharf Cartage Company 
Limited of the share capital of Thos. Cook & Son Ltd.; and 
for other purposes,’ approves thereof subject to such additions, 
alterations and variations as Parliament may think fit to make 
therein.”’ 

The Chairman : I beg to move that resolution. 

Colonel Eric Gore-Browne (Deputy Chairman) 
that resolution 

Councillor Wilson: With reference to the £450,000 which you 
say is the limit of the railway companies’ guarantee, I think that 
‘is the amount which we are asking this meeting to confirm. We are 
asking this meeting to give statutory powers to a limited guarantee 
of £450,000. 

The Chairman: We are asking for the approval of the Bill. 

Councillor Wilson: Yes, but I am giving you my reasons for 
opposing it. All the meetings have been adjourned and a poll 


I beg to second 
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demanded on this point. This Bill has been deposited in t! 
of Commons and it is unlimited. It asks for the provision « 
The only reason I asked for a poll at each meeting was bex 
Bill was not in order ; in fact, it is not right to put a Bill 
Parliament which is unlimited and to then 
statutory powers from the stockholders. The stockho! 
told today that it is limited to £450,000. I could not say 
until I had your statement about it, but what we are ask 
is to grant statutory powers for a limited amount of / 
but this Bill is unlimited. Therefore, this Bill will ha: 
revised because you cannot ask for powers for a limited 
from the stockholders and then put in an unlimited Bi 
Bill was filed before the statutory powers were given. 

The Chairman: Although the amount in the Bill is not 
tioned or limited, the amount is limited under the agreen 
Thomas Cook & Sons or with the Custodian of Enemy |} 
A limit has been placed upon the amount. 

Councillor Wilson : With regard to that, I would refer to 
Order of the House of Commons No. 228, page 55, which 
the amount must be disclosed 

Mr. Instone : Either we as stockholders back our board in 
us as to what is the proper thing to do, or we do not. | 
that we back our directors and that we back the board. 
question which we ought to decide here and now. If the directors 
have the confidence of everybody, as I believe they have, then we 
should back them and support their suggestions in this matter 

The Chairman: The point Councillor Wilson is raising is a very 
technical one. We have here Sir George Courthope who will be 
able to answer that question from the point of view of the House of 
Commons, and I will ask him to reply to Councillor Wilson 

Sir George Courthope: I can assure Councillor Wilson that the 
House of Commons is a very efficient organisation. It has special 
committees dealing with Private Bills under the Chairmanship of 
Sir Dennis Herbert, the Chairman of the Ways & Means Committee 
Bills are examined in the greatest possible detail and if there is 
any breach whatever of the Standing Orders of the House, we shall 
hear of it and the Bill will have to be amended without any action 
on our part here. 

Councillor Wilson: I wish to thank the speaker for his explana- 
tion. If it should happen that it is challenged, then the House of 
Commons will put it right before it gets to the House of Lords 

(The resolution was put to the meeting and carried.) 

Councillor Wilson: I have voted against the resolution but I do 
not request a poll. 

The Chairman: I thank you very much, Councillor Wilson, for 
coming from Accrington to our meeting. You have seen what a 
real family feeling there is amongst the shareholders as well as 
amongst the staff, and I am glad to think that you have not spoiled 
that feeling. That concludes the business of the meeting. 
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(The proceedings then terminated.) 








L.M.S.R. SPECIAL (WHARNCLIFFE) MEETING 


A special general meeting of the London Midland & Scottish 
Railway Company was held at Euston Station, London, N.W.1, 
on March 10. Sir Thomas Royden, Bart., presided. 

The Secretary (Mr. G. Royd Smith), having read the notice 
convening the meeting, 

The Chairman said: Ladies and gentlemen: This meeting is 
held in accordance with the Standing Orders. of Parliament to 
submit for your approval a Bill which is being promoted by the 
company in association with the Great Western, the London & 
North Eastern, and the Southern Railway Companies. The 
company is also promoting, a Provisional Order relating to 
its undertaking in Scotland, and this Provisional Order will 
also be submitted for your approval in accordance with the 
General Orders of the Scottish Office. 

I will deal first with the Bill promoted by the four main-line 
companies, the name of which is the Railway Companies (Thos. 
Cook & Son Guarantee) Bill. The Bill contains powers to give 
effect to arrangements which have been made by the four main- 
line companies with reference to the business of Thos. Cook & Son 
Ltd. The share capital of this well-known tourist agency is now 
vested by law in the Custodian of Enemy Property. You will 
not be surprised to know that since the beginning of the war 
there has been a very great reduction in the tourist business 
done by Thos. Cook & Son Ltd., and the time has now arrived 
when it cannot carry on without financial assistance. It is in 
the interests of the main-line companies, and from certain points 
of view in the national interest, that this travel agency business 
should be continued as a going concern. Arrangements which 
have now been made with the Custodian of Enemy Property 
will enable this to be done, and will also enable the railway 


companies to effect improvements and economies in their own 
ticket booking facilities. 

Briefly, the proposal is that the whole share capital of Thos 
Cook & Son Ltd. shall be acquired from the Custodian of Enemy 
Property by Hay’s Wharf Cartage Co. Ltd., in which the 
main-line companies have the controlling interest. The com- 
panies are jointly guaranteeing the financial and other obligations 
which the cartage company will undertake under the agreement 
for the acquisition of these shares, and are also undertaking t 
provide the cartage company with the necessary finance. Th 
maximum liability of the main-line companies under the arrange 
ment referred to is £450,000. It is anticipated, however, that 
the companies will not be called upon to the full extent of this 
liability. In the view of your board the arrangements come ti 
should be beneficial to the interests of the company. Pazrlia- 
mentary powers are required to enable the railway companies to 
give effect to those arrangements. 

I now turn to the Scottish Order promoted by the company 
the object of which is to repeal the limit of time imposed upon 
the company by the Caledonian Railway (Grangemouth Harbour 
Act, 1876, in exercise of its powers for the dredging and deepen- 
ing of the navigation of the River Carron for the purpose 0! 
access to Carron Dock. The time limit by the Act of 1876 
has been extended by various Acts and Orders, and the power 
are now due to expire on October 1, 1942. Up to the present 
time it has not been found necessary to exercise the powers t0 
deepen the River Carron as other accesses to the dock have been 
available; but it is desirable that the powers should be retaimec 
and made permanent and thus avoid repeated applications for 
extensions of time. It is also proposed by the Order to repéa! 
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certain obligations imposed upon the company by the Caledonian 
Railway Order, 1910, which authorised the closing of the Glen 
Buck and Spireleck to Muirkirk Railway. Although power was 
given to close these branches, clauses were put in the Order 
requiring the company to maintain the railway works and to 
reopen the railway for traffic in the event of a resumption of 
the working of minerals or stone on adjoining lands. Nego- 
tiations have now been concluded with the owners of the adjoin- 
ing land who have consented to the repeal of the provisions in 
question. There is a further provision in the Order authorising 
mmpany to stop up a disused level crossing over the Forfar 
broath Railway. 
re putting the resolutions to the meeting I shall be pleased 
inswer any questions relating to the Bill or to the Pro- 
il Order. 
incillor Wilson: Mr. Chairman, I rise on a point of order. 
ese are two separate Bills, I do not see how we can take 
together. They are two separate Parliamentary Bills, so 
will we take first, Mr. Chairman? 
Chairman: Thos. Cook. 
incillor Wilson said that stockholders knew that Thos. 
& Son Ltd. was in financial difficulty. Could they afford 
so generous as to pay all that undertaking’s liabilities 
tors, and stockholders just because the tangible assets of 
h railways were now good, solid securities? A few years 
had gone all over Lancashire and Yorkshire to see what 
roing on as to Thos. Cook & Son Ltd. At one very small 
on there had been a booking office with an office of Thos. 
close by The telephone bell had rung in Thos. Cook’s 
and a voice had said: What was the fare to so-and-so? 
And where did they change ?—and he had heard the man say, at 
so-and-so. He had asked the booking clerk if he could sell those 
tickets, and had received the reply, ‘‘ Of course I could; but, you 
see, Thos. Cook & Sons sells those tickets; I do the work and they 
get 6s. 9d. for selling those tickets. If we could sell those 
tickets we could pay all the wages on this railway station 
murselves. He did not think the House of Commons would 
grant these unlimited powers to spend and mortgage the assets 
f British railways. If the directors of the railways had said 

We are going to give £25,000, or £50,000, or £100,000, to 
Thos. Cook & Son Ltd., and we are going to get rid of the 
liability and put over our booking offices ‘ Cook’s Tourists,’ 
then they would have been doing something. He was going to 
lemand a poll, and unless the directors could produce in votes 

proxy or in person not less than one-third of the capital 
the company this Bill fell. 

The Chairman: I will just tell the meeting that the proxies 
received represent 683 and £12,000,000 in amount of stock. I 
assure him that the position is perfectly in order in that 
respect. As to the purchase of Thos. Cook & Son Ltd., 
is | explained rather briefly at the meeting the other day, it was 
decided upon from purely business motives. Everyone is so 
familiar with Thos. Cook & Son Ltd. that I need not go into 
its business. The business we are taking over is domestic, so to 
speak. Naturally the Continental business for the time being 
is a dead letter. We are doing it from purely business motives. 
We believe that in the first place—and this, I think, meets one 
f your points, Councillor Wilson—it will enable us to reduc« 
very largely a number of our own town offices which we have 
maintained very largely in London and elsewhere in (as it were) 
direct opposition to Cook’s. One will take the place of the 
other to a large extent, and there will be an economy in that. 
We are not infallible, but we believe there is a value in the name 
of Thos. Cook as a tourist and ticket agency. Finally, as to this 
question that Councillor Wilson raised about unlimited guaran- 
tees. I think you may do your directors this credit, that they 
ire not going to use unlimited guarantees to the detriment of this 
ompany. It will never arise. That is my view. 

Councillor Wilson: The Bill does give you unlimited guarantees 
to any amount, but I do not say you would deliberately squander 
money away. You are with us today, but someone else might 
come along tomorrow and use those unlimited guarantees and 
ruin the entire railway company. 

\ stockholder: You have the power? 

Che Chairman: Oh, yes. 

Another stockholder: I should like to say I cannot see where 
itis going to benefit the railway companies. I can see where it is 
going to benefit Thos. Cook & Son’s shareholders. I do not know 
what is going to be paid for their shares. I do not know what 
the shares in Thos. Cook stand at now on the market. 

[he Chairman: As I said at the annual meeting, the price 
we are paying for Thos. Cook & Son directly is negligible. 

The stockholder: Is the amount of that sum available yet? 

The Chairman: No, not yet. 

The stockholder: We are rather in ignorance, are we not? 

The Chairman: You may take it it is so small that you will 
be satisfied when you see what it is. 
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I will now move the first resolution, ‘‘ That the Bill now sub- 
mitted entitled: ‘An Act to empower the Great Western Rail- 
way Company the London & North Eastern Railway Company 
the London Midland & Scottish Railway Company and the 
Southern Railway Company to give guarantees and to make 
financial and other arrangements in connection with or arising 
out of the acquisition by Hay’s Wharf Cartage Company 
Limited of the share capital of Thos. Cook & Son Limited; and 
for other purposes’ be and the same is hereby approved subject 
to such amendments or alterations as may be made therein by 
Parliament and assented to by the directors.’’ I will ask my 
colleague Mr. Taylor to be good enough to second the resolution. 

Mr. Taylor: I have pleasure in seconding that resolution. 

The Chairman: The resolution as read has been proposed and 
seconded. Will those who agree with the resolution please show 
in the usual manner ?———Those against ?—— 

Councillor Wilson: We demand a poll. 

The Chairman: You have, as you know, Councillor Wilson, a 
legal right to demand a poll, and a poll you shall have, but I will 
postpone that until we have dealt with the second resolution. 

I will now move the second resolution: ‘‘ That the Provisional 
Order deposited with the Scottish Office now submitted entitled: 
‘ A Provisional Order to vary certain provisions of the Caledonian 
Railway (Grangemouth Harbour) Act 1876 and the Caledonian 
Railway Order 1910; and for other purposes’ be and the same 
is hereby approved subject to such amendments or alterations 
as may be made therein by the Scottish Office or by Parliament 
and assented to by the Directors.’’ 

Councillor Wilson: As a stockholder, Mr. Chairman, I have 
very great pleasure in seconding the resolution. 

The Chairman: Thank you, Councillor Wilson. Will those in 
favour kindly signify their approval in the ordinary way ?- 
Those against ?———That resolution is carried unanimously. 

As to the poll, Councillor Wilson, will you and your sup- 
porters record your votes over there, and those in support of the 
directors and in support of the powers asked for record their 
votes over there? 

Councillor Wilson: Is that the whole of the ‘business, Mr. 
Chairman? 

The Chairman: Yes. 

Councillor Wilson: Ladies and gentlemen: Mr. Chairman, [ 
have very great pleasure in moving a vote of thanks to you on 
this occasion. 

The Chairman: I thank you very much. I forgot to mention 
that as we are meeting here on Friday for the declaration ot 
the result of the poll, the first poll you asked for, we will have 
the same date and time here for the declaration of this poll also 


(The proceedings then terminated.) 
§ 





L.M.S.R. ADJOURNED (WHARNCLIFFE) MEETING 


The adjourned special general meeting of the London Midland & 
Scottish Railway Company was held in the board room, 
Euston Station, London, on March 17. Sir Thomas Royden, 
Chairman of the company, presided. He said that the result of 
the poll demanded on the Railway Companies’ (Thos. Cook & Son 
Guarantee) Bill taken at the meeting held on March 10 was as 
follows: in favour of the resolution, 16,970 votes, representing 
{12,113,719 of capital; against, 128 votes, representing £27,440 
of capital. The resolution was therefore carried. 

Councillor Wilson said that he had had no option at the first 
three railway meetings but to demand a poll on the Thos. Cook & 
Son Agreement Bill. Each of the Chairmen had told him that 
the amount of the guarantee to Thos. Cook & Son Ltd. was 
£450,000, therefore he could not understand how the Bill in the 
House of Commons could be unlimited in amount. 





L.M.S.R. ADJOURNED ANNUAL MEETING 


The adjourned annual general meeting of the London Midland & 
Scottish Railway Company was held in the board room, Euston 


Station, London, on March 13. Sir Thomas Royden, Chairman 
of the company, presided. . ; 

The Chairman said that the purpose of the meeting was to 
announce the result of the poll taken on the resolution put forward 
at the annual general meeting on March 6 for the re-election of 
Sir Guy Granet as a director of the company. The result of the 
poll was: for the resolution, 204,040 votes; against, 249 votes. 
The resolution was therefore carried. 

Councillor Wilson said that he wished to congratulate Sir Guy 
Granet on his re-election, because he had been re-elected by the 
stockholders. 


(The proceedings then terminated.) 
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STAFF AND LABOUR MATTERS 


Railway Wages 

The Railway Staff National Tribunal 
issued its Decision No. 8 on March 9, 1942, 
m the claims of the National Union of 
Railwaymen and the Railway Clerks’ 
\ssociation, which were presented to it on 
February 16 and 17 The decision states 
that during the argument upon the claim put 
forward by the National Union of Railway- 
men it was stated that any award made 
thereon would necessitate consequential 
adjustments of some of the conciliation 
vrade differentials now existing and it was 
igreed between the parties that questions 
as to which differentials fell for adjustment 
ind the extent of any adjustment which 
hould be made thereto must form th 
subject of negotiation between the National 
Union of Railwaymen and the railway 
ompanies Che tribunal awards 


t) National Union of Rail 
Conciliation Staff clain 
1) That as from the first pay day following 
the date of the decision the total war wage 
nclusive of war allowances already in operation 
hall be increased bv 4s. 6d. a week for 


t) adult male vorkers 


in rural areas i 
receipt of the minimum basic wage of 
47s. a week—making a total of 62s. 6d. ; 
idult male workers in industrial areas in 
receipt of the minimum basic wage of 
48s. a week—making a total of 63s. 6d 
idult male workers in the London area 
n receipt of the minimum basic wage of 
5 making a total of 65s. 6d 
first pay day follow 

of the cision the total war wage 

f war allowances already in operation 

increased by 4s. 6d. a week for: 
idult female workers in rural areas who 
ire taking the place of men and who are 
ulready in receipt of, or will, after theit 
probationary period of three months, 
be entitled to, the male minimum basi 
wage of 47s. a week 
idult female workers in indus trial areas 
who are taking the place of men and 
who are already in receipt of, or will, 
ifter their probationary period of three 
months, be entitled to, the male minimum 
basic wage of 48s a week—making 
60s, 9d. - 
idult female workers in the London area 
who are taking the place of men and who 
are already in receipt of, or will, after 
their probationary period of three 
months, be entitled to, the male mini 
mum basic wage of 50s. a week—making 
62s. 9d. - 
adult female carriage cleaners falling 
within the agreement made between the 
railway companies and the National 
Union of Railwaymen on October 22 
1941, who thereby became entitled for 
the period of the war to the adult male 
minimum rate of 47s., 48s., and 50s. a 
week payable respectively in rural, in 
dustrial, and London areas—imaking 
totals of 59s. 9d., 60s. 9d., and 62s. 9d 


making 59s. 9d 


3) The additional 4s. 6d. above awarded 
shall be taken into consideration in calculating 
overtime, Sunday duty, and night duty pay 
ments, also aggregation allowances, but not in 
connection with superannuation or pensions 
On the Railway Clerks’ Association claim 
Salaried staff and staff paid on salary 
equivalent rates 
1) That for the period of the war and as from 
the first pay day following the date of the 
decision 
a) the Class 5 male clerical scale shall be 
extended by one annual increment of 
£10 to a maximum of £210 a vear at 
32 years of age and that the salary 
scale for clerks in Class 4 shall commence 
at £220 a year ; 
b) the Class 2 women clerks’ scale shall be 
extended by one annual increment of 
2s. 6d. a week to a maximum of 62s, 6d. a 
week at 32 years of age. 


?) The additional increments above awarded 
shall not be taken into consideration in con- 
nection with superannuation or pe nsions. 

(3) That upon the evidence adduced at the 
hearing the claim in respect of ‘‘ women clerks 
(who) are performing duties similar in_cha- 
racter and value to those of male clerks ”’ has 
not been established. 

(4) The tribunal makes no award upon the 
claim in relation to ‘ stationmasters, etc., and 
supervisors.” 

L.P.T.B. Bus Staff 

Che arbitration tribunal, established 
under the negotiating machinery _ for 
London Transport bus staff, has issued 
its award on the claim of the Transport 
and General Workers’ Union for an in- 
crease of 9s. a week in the existing wat! 
bonus. The tribunal, under the chairman 
ship of Sir John Forster, heard the parties 
on February 27, 1942, and awards 

1) A further war wage of 4s. a week to all 
male employees concerned of 21 years of ag 

ind over. 

(2) Women emplovees substituting for men 
shall participate in this advance in conformity 
with the principle laid down in Decision No. 1755 
of the Industrial Court dated April 19, 1940. 

3) Male emplovees of 18 and under 21 vears 

ve shall receive a further war wage of 90 per 
cent. of 4s. a week. 

+) Male employees under 18 vears of age 
shall receive a further war wage of 2s. a week. 

5) Women employees not entitled to pat 
ticipate in this award in the manner_provided 
nm Industrial Court Award No. 1755 above 
referred to, shall receive : 

t) If of 21 

var wage of 3s. a week. 
If 18 but under 21 vears of age, 
cent. of 3s. a week 

ti If under 18 vears of age Is. 6d. a week. 


vears of age or over, a further 


Oo) pel 


6) The above award shall be calculated on 
the hourly rate of pay, as in the case of the 
previous war wage of Ils. a week. 

The award, which applies to drivers, 
conductors, garage, and depot staff, et 
employed on the central buses, trams and 
trolleybuses, and country” services, 1s 
effective from the beginning of the first 
pay period following March 6, 1942 








Questions in Parliament 


Losses and Thefts on L.M.S.R. 

Major A. M. Lyons (Leicester East—C.), 
on March 11, asked the Home Secretary if 
he was aware that on the London Midland & 
Scottish Railway substantial losses and 
thefts were helping to sustain the black 
market ; and whether he would intensify 
penalties. 

Mr. Herbert Morrison (Home Secretary) 
in reply made the following statement : 

Under the existing Defence Regulations 
the maximum term of imprisonment which 
can be imposed for contravening orders for 
the control of essential supplies is three 
months on summary conviction and two 
years on indictment. It has been de- 
cided, to introduce new Defence Regu- 
lations raising the maximum term to 
twelve month’s imprisonmeut on summary 
conviction and to fourteen years’ penal 
servitude on indictment. The offences to 
which the new Regulations will apply 
will vary in gravity. Many of them can 
properly be dealt with by the summary 
Courts empowered as they will be to impose 
as much as a year’s imprisonment. To en- 
sure that there shall be no failure to commit 
to the higher Courts the graver cases calling 
for greater penalties than the summary 
Courts are authorised to impose, the new 
regulations will contain a provision enabling 


March 20, 


the prosecuting authority to requir 
cases to be committed for trial on 
ment. There will also be a pr 


enabling the Director of Public Prose: 
to require particular cases to be com: 


to Assizes rather than to Quarter Sx 
The new regulations will require t 
the absence of special circumstan¢ 
offender must be fined a sum equal 


benefit which in the opinion of the C« 


had derived from his offence. The 


mum fine which may be imposed will i 


limited to the amount of the profit. 
be higher 
4 








such 


ndict- 


ision 
itions 
itted 
S10Ns 
it, in 

the 
» the 
rt he 


British and Irish Railway 


Stocks and Shares 


Stocks 


G.W.R. 

Cons. Ord. ... 
5% Con. Pref. 
5°) Red. Pref. (1980) 
4% Deb. , 
: % Deb. 

o Deb. 
38, “Deb. 
24%, 
5% Ret. Charge 
5% Cons. Guar. 


L.M.S.R. 

Ord. ... aie 

4% Pref. (1923) 
4% Pref. i am 
5% ae Pref. (1955) 
BY Deb. a 
5% Red. Deb. (1982) 
Guar. . ee 


L.N.E.R. 
5% Pref Ord. 
Def. Ord. au 
4% First Pref. 

i% Second Pref. - 
5% Red. Pref. (1985) 
43 Ze First Guar. os 
—" Guar. 


Pies: Deb. (1947). 
Sinking Fund 
Red. Deb. 


SOUTHERN 
Pref.Ord. ... 

Def. Ord. put 
5% Pref. ea 
5% Red. Pref. (1964) 
5% Guar. Pref. one 
54 Red. Guar. Pref. 
(1957) 

4% Deb. 


ee 
4% Red. Deb. (1962— 


) 
4% Red. Deb. (1970- 
80) 


FORTH BRIDGE 
4% Deb. ° 
46% Guar... at & 854 


L.P.T.B. 
4% “A” ... nani 1095 
aslo ee H 
44%, TA.” 
Aon Bg ” 
4, 


MERSEY 
Cd. a0 
4% Perp. Deb. 
3% Perp. Deb. 
3% Perp. Pref. 


IRELAND 
BELFAST & C.D. 
Ord. ‘ one 


G. NORTHERN 
Grd. one ove 


G. SOUTHERN 
Ord. cao eve 
Pref. ... ove 
Guar. ... te 
Deb. ... nie 
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London and North Eastern Railway Company 


NO is hereby given that, for 
i paring the warrants for In 
, pril, 1942, on Company’s 
le Debenture Stock, the balance 
it the close 
t will be payable only to those 
registered on that d 
of the 5 per cent. Redeemable 
i, therefore, | iged with the 
t 12] 


V t Hamil Builds 


business on 27th |} 


se hames are 
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OFFICIAL NOTICES 


OFFICIAL ADVERTISEMENTS 


ADVERTISEMENTS | intended 
m this page ild be sent 
The latest 
1dvertisements for this pag 
current week’s issue is 9.30) a.t on the pre 
Monday 
The Railway Gazett 33. Tothill Street 


London, $.W.1 


All advertisements should be addressed to 


Westminste1 


Universal Directory of Railway Officials 
and Railway Year Book ‘ 


47th Annual Edition, 1941.42 


publication gives the names of all 
railway ofhcers throughout the world 
essential particulars of the systems 
ire connected. Much general and 
rmation about railways is also concisely 


Price 20/- net. 


THE DIRECTORY PUBLISHING CO., LTD. 
33, Tothill Street, Westminster, S.W.1 








Notes and News 


Institution of Railway Signal Engi- 

neers. Che annual general meeting of the 

tion of Railway Signal Engineers 

held at the Institution of Electrical 

rs, Victoria Embankment, W.C.2, at 

.m. on Wednesday, March 25, to 

r the annual report and accounts and 
fficers for the new session. 

U.S. Rail Rates.—The United States 
ys have been asked by the Office of 
\dministration to suspend the freight 
increases recently approved on ten 
of commodities. The railways have 
iotified that the cancellation of all 
increases is contemplated on _ the 
| that they tend to disrupt the Offic: 
Trice \dministration price control 


Iron and Steel Control Extended. 

\ Board of Trade Order, effective from 
March 24, extends control to internal 
mbustion engines, and parts, roof capping 
ridging, flashing and guttering made of 
on and steel, machinery belts and belting 
including conveyor and elevator bands 
or partly of natural or synthetic 
rubber latex, balata, or gutta- 

and lead and sodium acetate. 


Control of Machine Tools.—The Minis- 
try of Supply has made the Control of 
Machine Tools, No. 11 Order, 1942, with 
flect from March 16 It provides for any 
person wishing to acquire a used machine 
tool, the price of which exceeds £50, must 
btain a licence from the Machine Tool 
Control, and no one may dispose of a used 
nachine tool except to a person who can 
produce such a licence or to an authorised 
dealer 

Great Southern Railways (Eire). 

the 9th week of 1942 the Great Southern 
Railways (Eire) reports passenger receipts 

{ £30,401 (against £33,971), and goods 
eceip of £57,944 (against £49,510), 
laking a total of £88,345, against £83,481 
r the corresponding period of the previous 
ear Che aggregate receipts to date are 
£274,368 (against £294,465), 
yoods, £549,654 (against £453,086), making 
total of £824,022 (against £747,551) 

Great Southern Railways (Eire).—Mr 
\. P. Reynolds, Managing Director of 
ublin United Transport Co. Ltd., whose 
ippointment as Chairman of the Great 
southern Railways was recorded in our 
March 6 issue, is to receive a salary of 
2,500 a year. This was announced on 
March 4 by Mr. Sean Lemass, the Minister 
lor Industry & Commerce, who added that 

‘ appointment was for the ‘‘ period of 
he emergency.”” The statutory require- 
nent that a director of the Great Southern 
Railways should hold £1,000 ordinary stock 
tad been abrogated. The Dublin United 


passenger, 


rransport Co. Ltd. had made arrangements 
which would enable Mr. Reynolds to devote 
to his new duties all the time necessary 
to enable him to discharge them fully He 
would retain his position as Managing 
Director of the transport company 


Dover Bus Profit.—The buses of the 
East Kent Road Car Co. Ltd. (a Southern 
Railway associate) operating in Dover made 
a profit of £946 during the quarter ended 
December 31 last, as compared with a loss 
of £1,303 for the corresponding period in 
1940. The Dover Town Council has 
expressed its appreciation of the way in 
which the services were kept running during 
the recent period of severe weather. 

Northern Ireland Road Transport 
Appeal. The House of Lords on March 5, 
in the case of Benson v. Northern Ireland 
Road Transport Board, allowed an appeal 
by Mr. Benson from an Order dated May 9, 
1940, of the Court of Appeal in Northern 
Ireland made on a special case stated by 
the Deputy Recorder of Belfast. It 
appeared that in 1938 the Road Transport 
Board made a complaint against Mr. 
Benson, a Belfast haulier, alleging that he 
had used a motor-vehicle on a public high- 
way for the carriage of merchandise for hire 
or reward without the written consent of 
the board and the approval of the Ministry 
of Home Affairs, and that this user was 
contrary to Section 15 of the Road and 
Railway Transport Act (Northern Ireland), 
1935. A Resident Magistrate for the City 
of Belfast, before whom the matter came in 
the first instance, dismissed the complaint 
on the merits. On appeal by the board to 
Belfast Quarter Sessions, the Deputy 
Recorder affirmed the magistrate’s decision 
but stated a case for the opinion of the 
Court of Appeal in Northern Ireland, who 
reversed it. In the House of Lords, the 
Lord Chancellor said that very clear statu- 
tory language would be needed to establish, 
by way of exception to the general rule, a 
right of appeal from a decision dismissing a 
criminal charge, and nothing contained in 
Section 24 (1) of the Act of 1935 could 
establish such an exception. The appeal 


must therefcre be allowed. 








Forthcoming Meetings 
Mar. 25 (Wed.)—The Assam Railways 


(Ordinary 
Street 


& Trading Co. Ltd. 
general), 154-156, Fenchurch 
London, E.C., at 12 noon. 

26 (Thurs.)—East Kent Light Rail- 
ways Company (Annual general), 
Charing Cross Hotel, W.C.2, at 3 p.m. 

31 (Tues..\—Grand Union Canal 
Company (Annual ordinary general), 
Winchester House, Hall No. 174, Old 
Broad Street, E.C.2, at 11.30 a.m. 


Railway and Other Reports 


State of Bahia South Western Rail- 
way Co. Ltd.—Payment of coupon No. 54 
due March 1, 1942, on this company’s 
6 per cent. first mortgage bonds is deferred, 
and the interest will become payable out 
of net profits of subsequent financial years. 


African Railway Finance Co. Ltd. 
The accounts of this company, which is 
controlled by Tanganyika 
Limited, show for 1941 a surplus on 
redemption of debentures £1,327, interest 
on 2 per cent. notes £10,520, less interest 
paid on debentures £10,500, leaving £1,347 
to be added to £15,197 brought in, making 
£16,544. ; 


Concessions 


Salisbury Railway & Market House 
Company.—The company’s short line to 
the Southern Railway is worked by the 
latter under agreement. Net revenue for 
1941 was £706, against £732, and after 
meeting £22 interest, and preference divi- 
dend £60, and paying 5 per cent. on the 
ordinary capital, £670, the sum of £192 is 
carried forward, against £238 brought in. 


West Yorkshire Road Car Co. Ltd. 
This company is controlled jointly by the 
L.N.E.R. and L.M.S.R. companies and 
Tilliing & British Automobile Traction 
Limited. In the year 1941 traffic receipts 
and other income, less operating, manage- 
ment, and general expenses amounted to 
£492,030 (£447,821). Fuel taxation and 
vehicle licences took £52,415 (£50,549), 
income tax and provision for E.P.T. 
£275,530 (£186,604), directors’ fees were 
£2,397 (£2,410), transfer to depreciation 
reserve was £41,500 (£60,613) and £25,000 
(£50,000) was put to reserve for contin- 
gencies. Net profit was £95,189 (£97,645), 
and adding £24,439 brought in makes a 
total of £119,627. Dividend on the ordinary 
shares is 10 per cent. for the year, tax-free, 
absorbing £78,750 (same) and the balance 
carried forward is £27,877. 








Contracts and Tenders 


The Argentine State Railways adminis- 
tration is reported to be inquiring in the 
American market for from 10 to 15 4-6-2 
steam locomotives. 

The Peruvian Corporation has placed 
orders for diesel railcar spare parts with 
Walker Bros. Ltd., and with the Westing- 
house Brake & Signal Co. Ltd. for Westing- 
house straight air-brake spare parts. 

The National Steel Company of Brazil 
is reported to have ordered nine steam 
locomotives, including two 2-8-2, four 
0-6-0, and three 0-4-0, from the H. K. 
Porter Company in the United States. 
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Railway Stock Market 


Although inactive, and again dominated 
by uncertainty as to the next turn of 
events in the war, Stock Exchange 
markets have maintained a satisfactory 
undertone. Values showed ready response 
to any improvement in demand for indi- 
vidual securities in evidence from time 
to time. As was to be expected, demand 
for existing Government’ stocks was 
affected to some extent by the Warship 
Weeks now being held throughout the 
country Nevertheless, the tendency in 
British Funds and in good class invest- 
ment stocks generally has been firm; senti- 
ment has been influenced by the forth- 
coming reinvestment of funds arising from 
the requisitioning of Canadian stocks. 
Moreover, it is expected that the neces- 
sity of further curtailment of civilian 
expenditure will also lead to increasing 
demand for high-grade investment securi- 
ties. On the other hand, it does not seem 
likely there will be any general rally in 
the stock and share markets until senti- 
ment has the benefit of encouraging war 
news In accordance with the current 
stock market trend, movements in home 
railway securities have been small and 
unimportant. The prior charges remained 
in small supply and held recent gains; 
there was a tendency for rather more 
attention to be given to the higher-yield- 


where changed, movements on_ balance 
have been fractional at the time of 
writing. As there is little doubt that the 
statements at the recent anrual meetings 
have clarified the position and outlook in 
many respects, it would seem that general 
improvement in stock values can be ex- 
pected when markets become reasonably 
active. A point which some stockholders 
may not fully appreciate is that the 
recent decision of the Railway Staff 
National Tribunal on _ the latest wage 
claim will not affect the rental received by 
the railways which is fixed for the war 
period and one year afterwards. Con- 
sequently, this decision will not reduce 
the amount available for dividends in the 
future. Most home railway junior stocks 
have shown further small gains as com- 
pared with a week ago; the disposition in 
quarters is to await the White 
Paper, promised towards the end of the 
month, because this may have a stimulat- 
ing market influence as it is expected to 
confirm that the railways are earning sub- 
stantially more than the £43,000,000 
rental guaranteed by the Government. 
Compared with a week ago, Great 
Western ordinary stock has further im- 
proved from 403 to 41 at the time of 
writing. The debenture and guaranteed 
stocks held recent gains to 116 and 1294 


some 
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further improved to 1114. L.M.S.R 
ordinary was 18, compared with 17} a 
week ago; the 1923 preference was half- 
a-point better at 514, and the senio: pre- 
ference again 68. At the time of writing 
L.M.S.R. 4 per cent. debentures and 
guaranteed stock have maintained recent 
gains to 107 and 103 respectively. It js 
being pointed out that, bearing in mind 
the good cover for dividend requirements 
L.M.S.R. senior preference giv: an 
apparently attractive yield, and that from 
the investment point of view it appears 
to be moderately priced when compared 
with similar stocks of the main-lin« rai]- 
ways. L.N.E.R. debentures have been 
in request; among guaranteed stock 
firsts remained at 95, and the secc 

82. Moreover, the first preference 

and the second preference at 19} 
fractionally better on balance. So 
preferred ordinary stock has impré 
point to 63}, and the deferred 

was again fractionally better. Li 
Transport 4} per cent. “‘ A’’ sto 
higher at 121; the “‘ ¢ held last 
improvement to 39. 

Reactionary conditions have again ruled 
in Argentine and other South American 
railway stocks, due mainly to absence of 
demand; little selling has been reported 
Indian railway securities were again 
marked lower. Canadian Pacific were in- 
clined to ease in advance of the dividend 
decision. 





ing preference and guaranteed stocks, but respectively; the 5 per cent. preference 








Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 


Traffic for Week Aggregate Traffics to date 


Miles Shares 


Week 
Ending 


Railways Totals et 
Increase or Stock 
Decrease 


Inc. or Dec. 
compared 
with 1941 


open 
1941-42 Total 
this year 


This Year Last Year 


No. of Weeks 


£ 
19,440 Ord. Stk. 


é é é 
4,880 181,360 161,920 + 
- ps. a 


4,600 ps.6,312,000 ps. 5,339,800 
‘0 


£ 
17,710 


Antofagasta (Chili) & Bolivia 8.3.42 F 
129,400 —ps. 


Argentine North Eastern .. 7.3.42 ps. 
Bolivar ine vee Feb.,1942 4,612 + 1,132 9 9,572 6,68 


Brazil ... — -- 
Buenos Ayres & Pacifi- 7. 3. 42 _ps.1,720,000 —ps.225,000 ps.50,782,000 
7.3.42  ps.2,876,000 + ps.271,000 ps.86 ,535,000 


6 p.c. Deb 
Bonds 
Ord. Stk. 
Ord. Stk. 


ps.48,178,000 
ps.76,581 ,000 
ps.26,191,000 oe 
ps. 54,261,550 * 


Dfd. 
69,642 Ord. Stk. 
27,804 Stk. 
1 Mt. Db. 
Ord. Stk. 
Ord. Sh. 


Buenos Ayres Great Southern 
Buenos Ayres Western 7.3.42 ps. 821,000 ps.65,000 ps.30,363,000 
7.3.42 ps. 1,751,850 251,900 ps.63,410,100 
31,081 
21,014 
10,584 
ps. 227,900 

F 


$519, 619 


Central eens 3,700 


7.3.42 
262 Feb., 1942 


857,607 787, 965 

180,476 152,672 

21,184 24,200 

ps. 9,275,200 _ ps. 7,778,600 
115 


,400 116, 
$5,617,278 $5,544,439 


12,390 13,475 _— 
29,734 281,498 231,906 Ord. Stk. 

ps. 334,200 ps. 3,116,500 ps. 2,917,200 . ,300 v 

12,418 80. 69,877 _— 
Ord Sh. 


Cent. weeme of M. Video . 972 


Costa Rica 
Dorada inn pals oi 70 Feb., 1942 
Entre Rios ssi - 808 7.3.42 
Great Western of Brazil 1,030 7.3.42 
International of Cl. Amer. .. 794 Dec.,1941 
Interoceanic of Mexico F —_ 
La Guaira & Caracas... 223 
Leopoldina 7 1,918 
Mexican = welt 483 
Midland of Uruguay ond 319 
Nitrate oi : 386 4,170 
Paraguay Central : 274 3. $3,529,000 -— Pr. Li.Stk 
Peruvian Corporation 1,059 9, 4 q 5 82,024 Pref. 
Salvador is ; ; 100 t . } c 96, 489 _ 
San Paulo ee ‘ 1534 1.3.42 13,729 Ord. Stk. 
Taltcal ... es ‘ 160 12'605 Ord. Sh. 
United of Havana : 1,346 3.4 156,422 Ord. Stk. 
Uruguay Northern ‘ich 73. ~Dec., 1941 849 _ 





$73,379 
1 390 


Ist Pref. 


Feb.,1942 5,960 
7.3.42 


South & Central America 





‘ Canadian National 23,562 7.3.42 
d Canadian Northern 
) Grand Trunk 


\ Canadian Pacific 


1,283,600 11,467,000 2,214,200 _ 

_ ~ — ya Dbs 
- “= - 4pc. Gr. 
889,800 8,269,400 1,816,400 Ord. Stk. 
10,605 
259,350 
302,775 
215,400 
56,850 
145,222 


68,922 
12,971 


20,320 


17,139 73.42 
125,677 5,797 
1,083,450 
7,000,994 


’ Barsi Light eee 202.» =Dec., 1941 
Bengal & North Western 2099 = Jan., 1942 
Bengal-Nagpur 3,2¢7 20.12.41 

Madras & Southern Mahratta 2.939 31.12 41 

Rohilkund & Kumaon i 571 Jan.,1942 
South Indian 2,402 2012.41 


ry Ord. Stk. 
8 
wv 
£ 


3,810, 229 520, 743 
219.615 
208,684 


58,977 
2,112,188 
1,428,208 
31,901,528 
4,197,958 


3.289.486 


Dec.,!941 
30.11.41 


Beira . jal i 204 
Egyp, tian Delta ian ; 610 
an 'la ame — 
Midland of W. ‘Australia one 277 
Nigerian ooo} $1,900 
Rhodesia , cos| en 
South Africa ... . 13,291 
Victoria 4.774 Oct. 1941 


60,416 Prf. Sh. 
— B. Deb. 
15,092 Inc. Ceb. 
574,593 _ 


148,268 


43,885 
1 537.595 


28,944,952 
"3,657,388 


Sent. 1941 
27 


2,956,576 — 


,889 
1,144, 416 135,932 540,570 





Yields are based on the approximate current prices and are within a fraction of 1 Argentine traffics are given in pesos 


Note. 
t Receipts are calculated @ Is. 6d. to the rupee § ex dividend 





